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Springfield Transportation Plan: Summary

Summary

Introduction

The Transportation Plan is one component of the Springfield-Greene County
Comprehensive Plan and provides guidance for future transportation decisions. Although
long-range in scope, the plan provides direction and sets policies for day-to-day decision
making. The Springfield Transportation Plan is divided into 13 sections and builds on
past transportation planning conducted by the Springfield Area Transportation Study
Organization, the area s Metropolitan Planning Organization (MPO). All transportation
modes relating to passenger travel and freight are discussed in the document. The plan
addresses transportation policies and strategies and assists in prioritizing transportation
improvements over the next 20 years.

The population in the Springfield metropolitan area was about 180,000 in 1990. The
Greene County population is projected to grow to 285,000 — 300,000 by the year 2020.
Over the same time period employment is projected to grow from 100,000 in 1990 to
160,000 in 2020. Eighty-five to ninety percent of the future Greene County population
(245,000 to 270,000 people) are expected to live in the Springfield Urbanized area of the
county. Where this popul ation resides and works will greatly impact the demand for and
the cost of transportation infrastructure. Furthermore, how these land uses relate to each
other will greatly affect travel behaviors and the quality of life for all those living in the
Springfield area. Therefore, land use and transportation decisions need to be coordinated
to maximize the area s quality of life while minimizing the need for expensive
infrastructure and other negative impacts.

The transportation system is generally the community’s single largest infrastructure
investment. Transportation decisions can have a tremendous effect on the community and
its neighborhoods, which explains why transportation projects often spark much
community discussion and debate. It is not uncommon to have many stakeholders with
legitimate and often conflicting values involved with a transportation project. As aresult,
itiscritical to balance the concerns and values of stakeholders with the values and
priorities of the community in making transportation decisions.

Transportation Planning Principles

The Vision 20/20 Citizens Group and its Transportation Focus Group worked to identify
principles and policies for the Springfield-Greene County Transportation Plan. Vision
20/20 represents the synthesized, collective opinion of hundreds of citizens who
participated in its lengthy process. The following transportation planning principles were
developed to provide direction for the transportation plan and to ensure that
transportation issues and problems in the area are addressed in an effective and timely
manner.

Transportation Planning Principles:
1. Economy and Quality of Life: Direct regional transportation investments and

implement the Land Use and Growth Management Plan and strategies to support the
economy and quality of life in the Springfield-Greene County urban area.
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10.

11.

12.

Plan Consistency: Make regional transportation investments consistent with this
Transportation Plan.

Roadway Efficiency: Ensure that the Springfield-Greene County urban area
roadway system is built and designed to maximize system efficiency, serve travel
demand, provide for user safety, and integrate and enhance other travel modes.

Access Control: Provide an access-controlled roadway system, where necessary
and feasible, based on land use, traffic demand, safety and cost.

Road Right-of Ways: Define and officially map rights-of-way for planned future
highways and arterials within planned corridors, and where necessary, acquire right-
of-way prior to development.

Transit: Promote the use of transit through incentives.

Travel Demand: Reduce the need for additional roadway capacity and maximize
energy efficiency during peak hours through ridesharing, conventional transit,
pedestrian and bicycle use, improved land use patterns, development site design, and
Transportation System and Demand Management (TSM/TDM) strategies.

Bicycle and Pedestrian Systems: Develop and maintain safe, high-quality,
continuous, barrier-free bicycle and pedestrian systems to function asintegral parts of
the area’ s transportation system.

Freight: Maintain a competitive freight transportation system including the region’s
commercial motor carriers, railroads, air cargo carriers, and intermodal connections
in order to provide effective linkages to state, national and international markets.
Design appropriate roadways to accommodate trucks and encourage the Missouri
Legidature and MODOT to improve highway connections to other major cities,
especially Kansas City and Memphis. Support airport development and the
improvement of rail connections, trucking connections, inter-city bus, and the
development of intermodal center.

Planning Coordination: The planning decisions and implementation of
transportation programs and projects should be consistent with federal, state and
regional environmental regulations, standards, programs and policies.

Public Participation: Promote public participation in formulating transportation
policy and implementing transportation decisions.

Paratransit: Encourage the provision of paratransit and not-for-profit transportation
services within the Springfield area, particularly to the populations not served by the
transit system.

These principles serve as a summary of the transportation values of the community and
provided guidance for the development of this document.
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Streets and Highways

The primary mode of transportation in Springfield-Greene County areaisthe private
automobile. Over the past several decades, the growth in the number of vehicles has
outpaced population. As aresult of the increased reliance on cars, a greater demand is
placed on the area’ s roadway infrastructure.

The goal for planning Springfield area streets and highways is to provide an adequate
system of thoroughfares that will ensure logical development of the community, safe and
efficient movement of people and goods, and an economical expenditure of public funds.
In order to achieve this goal, it is necessary to develop and update the Major
Thoroughfare Plan to project and accommodate future roadway needs. The transportation
network is classified by the function of each roadway. The roadway classification system
isahierarchical system based on traffic flow and land accessibility. On one end of the
spectrum are freeways, which have very good traffic flow characteristics with very little
land access. On the other end of the spectrum are local streets, which serve to provide the
greatest access to land with very little consideration for traffic flow. Arterials, collectors,
and expressways fall in between these classifications.

Street classifications system should regularly be updated to ensure that the system
provides an appropriate and acceptable balance between traffic flow and land access. The
Metropolitan Planning Organization (MPO), Federal Highway Administration, and
Missouri Department of Transportation should work together to regularly update the
Functional Classification Map. Furthermore, street classifications should be consistent
with the zoning ordinances, subdivision regulations and design standards for the city. In
addition, the City of Springfield, Greene County and the Missouri Department of
Transportation should be in agreement on the design standards for major streets.

The thoroughfare system needs to be designed to carry not only vehicular traffic, but aso
public transit, bicycles and pedestrians. Thus, design standards need to be in place to
address all transportation considerations. Furthermore, design standards should be
consistent for the City of Springfield, Greene County and the Missouri Department of
Transportation.

The Mgjor Thoroughfare Plan, developed by the Springfield Area MPO, addresses all
major roadway issues for the City of Springfield and the metropolitan area. The planis
intended to provide an overall framework for decision-making on thoroughfare
improvements and extensions. Important issues addressed in the plan include roadway
alignment preservation, development considerations and relationships, secondary
circulation systems, traffic forecasts, and transportation improvements.

The development of a Parkway System is a concept of particular interest for the area.
Parkways are linear public infrastructure systems that provide efficient traffic circulation
and recreation in a park like setting. Parkways provide roadways with generous
landscaping and will include amenities such as bicycle and pedestrian paths and/or on-
street bicycle lanes. Facilities to be considered for a parkway treatment may include a
new River Bluff Arterial, Pierson Creek Arterial, Bluegrass Arterial, or any other
roadways considered appropriate.

Parkways planned in conjunction with greenways would be a tremendous asset to the
Springfield area. These “green” corridors would link neighborhoods and parks, provide
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gateways to the community, and enhance the community’s quality of life. Even though
such a parkway system would require decades to complete and a substantial investment,
the benefits would be enjoyed for generations.

Springfield' s Center City is served exceptionally well by the city’s freeway and arterial
roadways. However, improving traffic linkages could enhance the connection between
Center City’s Greater Downtown, Government Plaza, and Commercia Street districts.
Furthermore, streetscape and lighting improvements along Boonville-South and Benton-
Kimbrough Avenues would help integrate these Center City districts.

Transit and Paratransit

City Utilities (CU) isresponsible for providing fixed-route public transit and public
paratransit service to the City of Springfield. Fixed-route transit serviceis an integral
mode of transportation in the Springfield area. Currently, there are 13 fixed bus routes
serving the city on weekdays with limited evening and weekend service. Many changes
were made to the City Utilities transit service based on the findings and recommendations
of 21995 study. Between 1997 and 1999, transit ridership increased by 30 percent. In
1998, CU reported an average of about 4,200 passenger trips per weekday. City Utilities
paratransit service provides transportation for the city’s disabled population.

In addition, Southwest Missouri State University (SMSU) provides Campus Shuttle
service from their park and ride facility to the campus. The Campus Shuttle serves
students, faculty and the general public with no fare required.

Land use decisions are critical to the success of fixed-route public transit. When housing
is clustered together around transit stops, and employment and commercial development
are centrally located in a pedestrian friendly downtown environment, transit will be an
attractive alternative to single occupancy driving. In contrast, low density spread-out
housing, employment and commercial areas are extremely difficult to serve effectively or
efficiently with fixed route transit. Therefore, transit considerations need to be made
when making land use decisions.

Approximately, two-thirds of CU’ s riders are transit dependent (i.e., do not have another
means of transportation). Transit provides a critical service to those who are unable to use
or purchase an automobile (e.g., youth, elderly, low-income persons). While transit is of
critical importance to these customers, by attracting riders who have transportation
choices, the system will bein a better situation to serve those who are transit dependent.
Public transit systems have high fixed costs; whether abusis carrying three passengers or
thirty-three the cost of operating that bus is the same. By filling more seats with “choice”
riders, more revenue from fares become available for increased and/or improved transit
services, which benefit transit dependent riders.

In order to understand how the transit system is functioning, a series of system and route
performance measures are needed. These performance measures provide standards,
which indicate when a change to the system or a specific route is needed. System and
route performance measures should be reviewed periodically to determine if they are still
appropriate measures of performance.

Guidelines or criteria are also established to assist policy-makers in making decisions that
promote transit system goals. Criteriafor eliminating service, changing service, or
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eliminating service should be in place and reviewed periodically. Because service route
changes make the system more confusing to use, transit system changes should never be
taken lightly. However, changes in service and marketing that smplify using the system
and make it more comfortable to use should be a priority. Therefore, guidelines for
Passenger Amenities and Customer Relations were devel oped.

Paratransit serviceis provided to ensure that all citizens have access to basic mobility
needs. Many persons are unable to use conventional transit service because of a
permanent or temporary physical disability. Area residents that meet the Americans with
Disahilities Act (ADA) paratransit eligibility standards may request trips from the City
Utilities “ Access Express’ system.

In addition, there are over 20 organizations in the Springfield area that provide not-for-
profit van and bus transportation services to the community. Many of these organizations
serve special populations or provide unique community services such as therapy trips for
the chronically mentally ill, foster grandparent transportation services, or medical
transportation services for clients with special needs. Encouraging cooperation and
coordination among the various not-for-profit transportation service providers would
increase the effectiveness and efficiency of these resources.

The Springfield MPO provides a rideshare-matching program. This program provides
travelers with an easy method of locating people interested in carpooling. The area should
continue to support the rideshare program and consider enhancing the program by
providing assistance to major employers.

Bicycles

The goal of bicycle planning is to improve the safety, comfort and popularity of bicycling
in the Springfield area. Several bicycle issues will need to be addressed in the future.
First, bicycle facilities for recreation and for transportation need to be coordinated
creating bike connections between bike paths, multi-use paths, and on-street bicycle
routes. The Metropolitan area should implement a more detailed bicycle plan for
addressing how bicyclists will navigate existing barriers, such as freeways and railroads.
Furthermore, a plan and funding for maintaining bicycle facilities needs to be in place to
ensure that these facilities are safe and useful.

Both off-street and on-street bike facilities should be designed and maintained according
to established guidelines. All major streets should provide for bicycle travel whenever
possible in order to provide continuous connections from neighborhoods to major
employment, commercial and recreational areas. Area jurisdictions should consider
modifying their design standards and zoning ordinances to include provisions for
bicycles.

Pedestrians

One of the goals established through the Vision 20/20 comprehensive planning processis
to develop a safe, high-quality, continuous, barrier-free pedestrian system that functions
asanintegral part of Springfield-Greene County transportation system. After decades of
ignoring the needs of pedestrians, or at best considering pedestrians as an afterthought,
communities throughout the country are realizing the benefits of developing and
improving pedestrian access. Not unlike roadways, pedestrian facilities need to be treated
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as a system providing connections between residences, schools, recreation, shopping and
employment. The pedestrian system is also essential for providing connections to the
transit system and parking areas.

Land use and development patterns are a critical factor in determining the viability of
walking as a transportation mode. In contrast to post World War 11 suburban
development, traditional neighborhood devel opment provided environments where
walking to work, shopping, parks, etc. was not only possible, but expected. Not only were
destinations within walking distance, but sidewalks were often buffered from the

roadway with a planting strip and street trees creating a more comfortable and pleasant
walking environment. By encouraging mixed-use development, clustering housing near
retail and employment activities, and using grid patterns streets that provide direct
pedestrian connections, walking trips will begin to replace some auto trips.

The City of Springfield Subdivision regulations should require sidewalks on both sides of
streets except where housing densities are less than three units per acre or on cul-de-sacs
serving less than seven dwelling units. Greene County should consider similar
requirements within urbanizing areas. The Vision 20/20 Transportation Group stressed
the importance of sidewalks for the entire street system, regardless of whether it’'s a city,
county or state route. Even though state highways are generally equipped with drainage
ditches instead of curbs and gutters, sidewalks should be required along these routes
where right-of -way is available.

To create pedestrian facilities that are accessible to everyone, the Americans with
Disabilities Act (ADA) standards should be implemented by installing curb depressions,
also known as pedestrian ramps, where needed. Ensuring that sidewalks meet the ADA
standard hel ps those with disabilities access the city’s public transit system.

Pedestrian improvements, like all transportation decisions, need to be prioritized. Perhaps
the most important users of the pedestrian system are school age children. Therefore, the
most critical sidewalk and pedestrian system improvements are those deficiencies around
schools, parks and recregtion areas and their neighborhood connections. Another priority
would be providing pedestrian connections in high employment areas.

While sidewalks are the primary component of a good pedestrian system, they are only
one component. To encourage walking, the entire pedestrian experience needs to be
considered. Thus, sidewalks should be separated from roadways with planting strips and
street trees to provide a buffer between pedestrians and traffic. On-street parking can also
serve as a barrier separating pedestrians and moving traffic. Adequate and comfortable
lighting can increase feelings of safety and security for walkers. Furthermore, by keeping
the built environment at a“human” scale, a more comfortable pedestrian environment is
created. Smaller full spectrum lighting fixtures, stores with display windows, and slower
moving traffic can contribute to creating a more walkable environment.

Because the pedestrian system serves as an important transportation network, and can
enhance the city’s quality of life. Funding for pedestrian improvementsis limited,
therefore, alternative and innovative funding sources should be investigated.
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Transportation System and Demand Management

Transportation System Management (TSM) and Transportation Demand Management
(TDM) practices include strategies to improve the operation of the transportation system.
TSM looks at more cost-effective ways of maximizing capacity of the existing system.
These strategies may include strategically placed turning lanes, signal coordination
programs, eliminating left turns, or minimizing roadway access points. Transportation
Demand Management (TDM), as the name indicates, addresses the demand side of
transportation. These strategies may include incentives for using transit or carpooling,
encouraging flexible work time to decrease peak hour travel, or promoting mixed land
uses that allow people to live within walking distance of work and other activities.

Clearly, current and forecasted funding projections will not cover the costs of expanding
the transportation system to accommodate forecasted transportation demand. Therefore,
trangportation decision-makers need to consider how to best utilize those limited
resources to maximize the effectiveness of the current system. Not only can TSM and
TDM strategies help to save limited resources, will aso improve the livability of the city
by reducing or preventing the negative impacts associated with an expanded roadway
network.

Airports

The Springfield-Branson Regional Airport isthe main air facility in Southwest Missouri
and is an important link to future national and international markets. Springfield/Greene
County also has a private aircraft airport, the Downtown Airport, which provides general
aviation services. In addition to these two airports, there are two public airports, three
privately owned public-use airports, and nine privately owned private-use airportsin the
area. The goa of airport planning isto provide airport facilities to meet the needs of air
carriers, general aviation, and airfreight in a safe and adequate manner.

The Springfield-Branson Regional Airport’s Master Plan was last updated December
1990. The airport currently has scheduled passenger service from seven commercial
airlines with nonstop flightsto St. Louis, Kansas City, Denver, Dallas, Chicago, and
Memphis. In 1999, approximately 705,000 passengers flew in and out of the airport.
Passenger travel is projected to increase three percent (3%) in 2000. Growing at a
substantially greater rate, air freight has increased sixty-six percent (66%) over the last
three years.

There are two major land use issues related to airports. First relates to the Airport Zone,
which addresses airport safety. The Airport Zone limits the type and size of development
within an area extending from each end of the runway.

The other airport land use issue deals with noise. As airport activity increases, so does the
airport noise impacting surround land uses. Many cities across the country have spent
millions of dollars to mitigate noise impacts on surrounding land uses. A more proactive
and efficient approach to addressing noise impacts is to zone potentially impacted areas
for compatible uses prior to development or require noise mitigation measures be
included in new construction. The City and County should continue present zoning
policies within existing and projected noise impacted areas. Rezoning for noise sensitive
uses should not be allowed unless a detailed noise analysis is completed and noise
mitigation strategies are included in the building or site design.
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Trucking

The trucking industry has a strong presence in Springfield and Greene County. According
to a 1999 survey, there are 18 truckload carriers doing businessin the Springfield area, 14
are headquartered in the area employing about 2,700 people. Trucking serves acritical
economic function in the delivery of both raw materials and finished goods. The goa of
planning for trucking isto provide for the safe, efficient movement of trucks through and
within Springfield and Greene County. The trucking section of this plan addresses several
objectives.

First, in order to maximize transportation system efficiency and minimize wear and tear
of roads not designed for heavy truck traffic, truck generating facilities should be located
along major roadways or along collector streets with easy and direct access to major
roadways. Second, land use decisions and roadway designs should prevent trucks
traveling through residential areas. Third, where truck accessis required, appropriate
loading zones should be established to prevent traffic congestion and increase efficient
loading or unloading. Fourth, policies and procedures should continue to be reviewed to
ensure that hazardous materials are transported safely. Fifth, intermodal opportunities
should be encouraged to promote the efficient movement of goods. Finally, public
decision-makers should improve communication with the trucking industry in order to
receive input on improving the transportation system.

Intercity Buses

Three inter-city passenger bus companies, Greyhound, Jefferson Lines, and Show Me
Coaches, provide regular connecting service from Springfield to cities throughout the
country. City Utilities Bus Route 10 (Kearney) currently serves the intercity bus facility.
The Springfield area al so has a number of charter bus companies and companies offering
bus tours to popular tourist areas in the region. This plan attempts to identify ways of
facilitating the movement of intercity buses in the urbanized area.

One way of increasing the efficiency and convenience of using intercity bus service
would be to consolidate all intercity bus transportation into a single, modern and
conveniently located terminal. Similar to heavy trucks, intercity buses should be
encouraged to stay on main roads out of residential areas. Similar to airports, intercity bus
terminals should have convenient access and connections to public transit. By
encouraging expanded intercity bus service, more traveler options become available.

Railroads

Although railroad activity is afraction of what it was in the golden age of railroads, the
downward trend in railroading has reversed over the last decade. With innovations such
as containerization and trailers on flatbed train cars, railroads are seeing increased
activity. Following the merger of the Burlington Northern and Sante Fe railroads,
Springfield has also seen a significant increase in train traffic. Continued development of
intermodal coordination and connectors should be encouraged. Key planning issues
related to trains include land use compatibility near rail lines and safety at railroad
crossings.
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Fiscal Plan

The fiscal element is acritical component of the transportation plan. Past plans have
tended to be “wish lists” with little connection between planned projects and available
economic resources. Therefore, today’ s planners have to consider the cost of projects

within the constraints of projected funding sources. Clearly, not all transportation
improvements that are desired or needed will have available funding. Thus, prioritizing
transportation improvements becomes an important element in the planning process.

The fiscal Plan describes existing and potential funding sources. Innovative financing
strategies will need to be pursued if some transportation improvements are going to be
funded. The Fiscal Plan identifies afiscally constrained list of transportation
improvements based on reasonable funding projections and an unconstrained list of
improvements, assuming additional revenues could be obtained.

Implementation Program

The Implementation Program lists the Transportation Plan’s recommended action steps.
The actions are prioritized relative to each other for each section of this document. The
agency responsible for implementation is identified and those agencies required for
coordination efforts are listed.

Conclusion

The Transportation Plan component of the Springfield-Greene County Comprehensive
Plan serves to guide future transportation decisions. All modes of passenger and freight
transportation were covered in the plan to provide a comprehensive look at the area’s
transportation system. Both specific transportation improvements and genera
transportation policies have been included in order to provide direction for improving
transportation and the community over the next 20 years.
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Introduction and Background

Introduction

The Transportation Plan is one component of the Springfield-Greene County
Comprehensive Plan and represents a policy statement for guiding future transportation
decisions. Although it islong-rangein scope, it also sets forth standards and policies for
day-to-day decision-making on development proposals and capita investments.

The Transportation Plan has been ajoint undertaking of the transportation stakeholdersin
the area who are represented on the Springfield Area Transportation Study Organization,
the area Metropolitan Planning Organization (hereinafter “MPO”). Membership on the
MPO includes all local transportation modes, including roads, airports, rail, trucking, and
transit. This plan element supersedes the Soringfield Area Transportation Plan, published
in May 1987 and any amendments thereto. Past planning efforts contained
recommendations that helped establish current transportation policy. Many of these
recommendations have been incorporated into this plan element update. In addition to
the 1987 Transportation Plan, previous transportation planning studies include the
following:

South Springfield Development Plan

US 65 Corridor Plan

Highway M-National Avenue Corridor Study
Northwest Springfield Plan

South Kansas/West Highway M Study

South National Avenue Corridor Plan and
Southwest Springfield Development Plan.

The transportation plan element is organized into 13 major sections. The introduction
provides an overview of the plan. The next section explains plan goals, followed by
sections on streets and highways, transit, paratransit, bicycles, pedestrians, transportation
System Management, airports, trucking, intercity buses, railroads, and fiscal issues. The
plan also identifies recommendations on how to implement the goals for each of these
transportation modes. Information and data is included throughout the Transportation
Plan that provides a broad overview of projected development and travel patternsto the
year 2020. The plan also establishes specific project funding recommendationsin five-
year increments for the next two decades. The MPO will use these recommendations to
establish its Transportation Improvement Program (T1P). MPO participants and staff will
work together in identifying innovative funding mechanisms for unfunded needs and look
to public/private partnerships to help implement recommendations.

Background
The Transportation and Land Development Relationship

Transportation is importance because it provides the link between different types of
activities (i.e., land uses) that enables a city to function as a place for social interaction
and the exchange of goods and services. Over the years, it has become increasingly clear
that transportation and land uses are interrelated: the use of land generates activities
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which create travel demand, while at the same time, the access provided by the
transportation system influences how the land is used and developed. Land use and
transportation cannot be planned in isolation; they must be considered together.
Transportation serves and shapes development.

The form, size and location of the Springfield Urban Area has been strongly influenced
by transportation. The railroad lines, proximity to the central railroad station, and access
to public transit systems effected urban location and density in the early 1900's. Later,
the convenient and ubiquitous accessto all areas provided by the automobile alowed
people to live, work, and shop in more dispersed locations, creating lower density
developments. Thislower density land use pattern was further encouraged by requiring
greater amounts of space for streets and highways, parking lots and other transportation-
related facilities. Furthermore, the construction of streets and highways opened up new
areas for development, helping to mold the city’s growth. Asaresult, land use patterns
were greatly influenced by transportation, at the same time that the transportation system
was accommodating land uses.

The transportation/land use connection is just as relevant today. Travel forecasts are
based in large part on current and projected land use policies. Planned transportation
improvements are often designed to support those projected land uses. As described,
these improvements may in turn alter or reinforce future land use decisions. Therefore,
future transportation improvements should consider their impacts on land uses as well as
transportation service benefits. As aresult, the Vision 20/20 process calls for a compact
urban area, an efficient allocation of scarce financial resources, and support for
established neighborhoods. This transportation plan supports this objective.

Other Transportation System Effects

The transportation system impacts many aspects of the community. It isthe community’s
single largest infrastructure investment. Of all public investments, transportation
facilities probably have the greatest visible effect on the community. Therefore,
transportation improvement or expansion projects are usualy of significant public

interest and debate. New street locations or widening streets affect community and
neighborhood environments, sparking much public discussion. Transportation isaso a
major consumer of energy and a producer of pollution. In general, the character of an
area’ s transportation system helps to determine the community’ s long-term quality of life.

Balanced Approach Needed

Transportation planning in the Springfield-Greene County area requires a balance
between the different needs and priorities of many elements and stakeholder interests.
Businesses are interested in having convenient access to their commercia enterprises.
Residents are interested in having an uncongested trip to work and living on aquiet and
safe street. Truckers areinterested in quick and easy access to the highway network and
the freedom to use heavy trucks. Transit-dependent citizens are interested in a bus
system that gets them to their destination in a reasonable period of time. All of these
interests are important. The transportation plan attempts to balance these interests and
provide a guide to improving the Springfiel d-Greene County transportation system.

As noted, the Transportation Plan is closely related to the Land Use and Growth
Management Plan, which establishes parameters to guide future growth based on the
recommendations from the Vision 2020 process.
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The population within the MPO Transportation Planning Area (TPA) is projected to
increase by 28% to 2020. About 180,000 persons lived in the urbanized areain 1990 and
over 245,000 persons are projected by the year 2020. During the same period,
employment within the TPA is projected to increase by at least 60 percent, from
approximately 100,000 jobsin 1990 to over 160,000 by 2020.

In order to forecast future traffic demand, projected population and employment growth
is alocated to different portions of the TPA based on the recommendations from the
Growth Management and Land Use Plan. The population and employment are
distributed to various Transportation Area Zones (TAZ’s) within the MPO area. This
information is used to devel op the transportation demand model that provides important
traffic information used to assess future transportation improvements.

The Transportation Plan is not only an attempt to provide for the efficient movement of
goods and people, it is aso intended to contribute to Springfield’ s overall quality of life.
To this end, the plan includes guidelines for protecting environmental quality and
neighborhood integrity as well as improving transportation to ensure that transportation
facilities enhance and not detract from the character of the community.
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Transportation Planning Principles

Introduction

The Vision 20/20 Citizens Group and its Transportation Focus Group worked to identify
principles and policies for the Springfield-Greene County Transportation Plan. Vision
20/20 represents the synthesized, collective opinion of hundreds of citizens who
participated in its lengthy process.

The following principles are designed to direct the Springfield-Greene County Urban
Area Transportation Plan, a plan that encompasses all modes of transportation. The
transportation principles are broad statements devel oped to ensure that the transportation
issues and problems in the area are addressed in an effective and timely manner.

Transportation Principles

Principle 1: Economy and Quality of Life. Direct regional transportation
investments and implement the Land Use and Growth Management Plan and strategies,
to support the economy and quality of life in the Springfield-Greene County urban area.

This principle expresses the overall philosophy of the Transportation Plan element of the
Comprehensive Plan. Transportation improvement and expansion investments should be
made wisely to support existing and planned development. Reinvestment in existing
developed areas is particularly important. The Growth Management and Land Use Plan
should guide new investment. In order to securing funding approval, it is essential that
transportation investments be consistent of with the Comprehensive Plan.

This plan serves as a guide and an investment tool toward implementing the future vision
for Springfield and Greene County. Workers depend on areliable transportation system
to get to and from work. Industries need to get raw materials to industrial plants and
products to market distribution systems. Retailers need to get merchandise delivered, and
to provide customers access to their stores. Clearly transportation impacts many facets of
quality of life and is akey factor linking together the many parts of the area’s economic
environment.

Principle 2: Plan Consistency. Make regional transportation investments consistent
with this Transportation Plan.

Transportation investments should consider the benefits to the entire Metropolitan
Transportation Planning Area (TPA) which is designated as the area expected to be
urbanized by the year 2020. For example, more growth is anticipated in the southern part
of the urban area and investments are being targeted accordingly. Magjor transportation
needs beyond the year 2020 are identified in the Urban Reserve, an area of low-density
residential development. These Urban Reserve roadways should be officially mapped and
reserved as corridors for future transportation facilities in order to allow for the orderly
development of the urbanized area.

Highway system investments should be designed both to ensure the preservation,
management and replacement of existing facilities, and to expand facilities in accord with
this plan. Safety improvements should be an ever-present priority. The recommendations
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contained in this plan should provide the context for investment decisions made annually
by the Metropolitan Planning Organization.

Principle 3: Roadway Efficiency. Ensure that the Springfield-Greene County urban
area roadway system is built and designed to maximize system efficiency, serve travel
demand, provide for user safety, and integrate and enhance other travel modes.

All highways and other transportation facilities should be planned and designed to
maximize efficiency in accordance with the Major Thoroughfare Plan and be compatible
with existing and future land use.

Principle 4: Access Control. Provide an access-controlled roadway system where
necessary and feasible based on land use, traffic demand, safety and cost.

Access management of the roadway system is key to maintaining easy access through the
Springfield-Greene County urban area. Access control is necessary for facility
management and can be accomplished by restricting median cuts or crossings, building
grade separated interchanges or by restricting land access points. In general, fewer
highway access points translate to higher vehicle capacities and lower vehicle accident
rates. Freeways, expressways and arterials should be protected from unplanned crossings
Or access.

Principle 5: Road Right-of Ways. Define and officially map rights-of-way for
planned future highway arterials within planned corridors, and where necessary, acquire
prior to development.

Defining needed right-of-way within each corridor is the first important step in this
implementation process. The next step is to place the future arterials on the official map
to preserve undeveloped land for future highway use and preventing inordinate
expenditures for land already developed.

Principle 6: Transit. Promote the use of transit through incentives.

Transit plays an important role in the Springfield-Greene County Urban Area
transportation system. It serves as the major transportation means for persons unable to
own, operate or otherwise be served by an automobile. This population may include
students, low-income, youth, elderly, and disabled persons. Transit isaso an aternative
for persons with access to other transportation modes. If transit is to survive and thrive as
atransportation alternative, it needs focused attention, public investment and supportive
land use palicies.

Principle 7: Travel Demand. Reduce the need for additional roadway capacity and
maximize energy efficiency during peak hours through ridesharing, conventional transit,
pedestrian and bicycle use, improved land use patterns, development site design, and
Transportation System Management (TSM) and Transportation Demand Management
(TDM) strategies.

The Springfield-Greene County Urban Area does not have all of the financial resources
required to build the roadway |anes necessary to mitigate the congestion caused by
increased travel demand. Although improvements and expansions will be made, there
will remain aneed for a broad range of actions to increase ridesharing, transit use,
walking, bicycling and telecommuting. Government and the private sector are needed to
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create incentives and supporting programs for such Travel Demand Management
techniques. Land useintensities, mix, site layout and site design should be geared toward
encouraging use of these alternative transportation modes.

Principle 8: Bicycle and Pedestrian Systems. Develop and maintain safe, high-
quality, continuous, barrier-free bicycle and pedestrian systems to function as integral
parts of the area’ s transportation system.

The focus groups and other members of the community recognize that the use of these
modes can make the transportation system more economical, energy efficient, and
environmentally and aesthetically attractive. Especially important are bicycle and
pedestrian linkages between residential areas, educational centers, employment centers,
and transit opportunities. Since the bicycle and pedestrian infrastructure involves both
transportation and recreation interests, special effort should be made to coordinate
between agencies and departments with these responsihilities in order to ensure the most
efficient use of resources, multi-modal linkages, enhanced environmental quality, and
joint transportation/recreation use of facilities.

Linking bicycle and pedestrian facilities to transit has an area-wide benefit. Good
sidewalk access to bus stops can encourage travelersto use transit. Bicycle lockers can
be provided as transit hubs in major activity centers. Accommaodations such as bike-
racks or on-board provisions for bicycles on buses could be provided.

When aroadway is improved, retrofitted or constructed, both on- and off-road
bikeway/walkway designs should be strongly considered. Special emphasis should be
placed on bicycle and pedestrian safety and barrier removal.

Principle 9: Freight. Maintain a competitive freight transportation system including
the region’s commercial motor carriers, railroads, air cargo carriers, and intermodal
connections in order to provide effective linkages to state, national and international
markets. Design appropriate roadways to accommodate trucks and encourage the
Missouri Legislature and MoDOT to improve highway connections to other major cities,
especially Kansas City and Memphis. Support airport development and the improvement
of rail connections, trucking connections, inter-city bus, and the development of an
intermodal center.

The economy of the Springfield-Greene County urban area depends to a great extent on
the ability of the transportation system to allow for the efficient movement of freight to
serve markets throughout the area. Public investments, coordinated with private sector
investments, should provide sufficient access to freight terminal s, transportation hubs,
business and industrial concentrations, and distribution centers. This includes
infrastructure investments in support of freight terminals and intermodal facilities
designed to increase freight handling capacity and improve operational efficiency.

Principle 10: Planning Coordination. The planning decisions and implementation
of transportation programs and projects should be consistent with federal, state and
regiona environmental regulations, standards, programs and policies.

Special consideration should be given to preserving and enhancing the region’s natural
and cultural resources. The impacts of transportation improvements should be carefully
considered in relation to the natural, scenic, historic, archaeological and cultural
environment.
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Principle 11: Public Participation. Promote public participation in formulating
transportation policy and implementing transportation decisions.

Following the very extensive Vision 20/20 citizen participation process will be additional
citizen participation activities and communication to solicit broad public participation in
transportation investment decisions. Impacts of major transportation decisions will be
communicated to encourage widespread discussion and to educate people on the rationale
for good area-wide transportation decisions.

Principle 12: Paratransit. Encourage the provision of paratransit and not-for-profit
transportation services within the Springfield area, particularly to the populations not
served by the transit system.

The goal of the Springfield area paratransit and not-for-profit transportation systems is to
ensure that all citizens have access to transit to meet basic mobility needs.
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Environmental Justice

Introduction

Environmental Justice describes the public policy goal of ensuring that adverse human or
environmental effects of governmental activities do not fall disproportionately upon
minority or low-income populations. Environmental Justice became federal policy in
1994 when President Clinton signed Executive Order 12898, which directed all major
federal agencies to ensure that the spirit of the order is reflected in al of their activities.

History has taught us that clearly not everyone has benefited from the devel opment of the
transportation system. Some populations, often low-income and minority populations,
have been made worse off by the construction and operation of these facilities. For
example, some early interstate highway construction projects created air and noise
pollution and divided or displaced poor and minority neighborhoods. In the realm of
transportation, Environmental Justice means that transportation system changes such as
roadway improvements are studied carefully to determine the nature, extent, and
incidence of probable impacts, both positive and negative.

While it is difficult to make any significant change to the transportation system without
negatively impacting someone, Environmental Justice focuses on whether those impacts
fall disproportionately on low-income and minority populations. Any major
transportation system change should first consider whether society will be better off with
the change and second, what, if any, are the distributional impacts? The first
consideration addresses the economic efficiency of a project (i.e., do the benefits
outweigh the costs). The second consideration deals with the equity of who will receive
more of the benefits and who will pay more of the costs. This question of equity isthe
concern of Environmental Justice. If it is determined that a project negatively impacts a
population, the project can be rejected or the popul ation impacted can be compensated
and attempts made to minimize the negative impacts.

Federal Transportation Policy

The U.S. Department of Transportation’s Order to Address Environmental Justicein
Minority Populations and Low-Income Populations was issued to ensure that all federally
funded transportation-related programs, policies, or activities having the potential to
adversely affect human health or the environment involve a process that explicitly
considers the impacts on minority and low-income populations. * These effects include,
but are not limited to:

Bodily impairment, infirmity, illness, or death;

Air, noise and water pollution and soil contamination,;

Destruction or disruption of manmade or natural resources,

Destruction or diminution of aesthetic values;

Destruction or disruption of community cohesion or a community’ s economic
vitality;

Destruction or disruption of the availability of public and private facilities and
Services,

Vibration;

Adverse employment effects;
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Displacement of persons, businesses, farms, or nonprofit organizations,

Increased traffic congestion, isolation, exclusion, or separation of minority or low-
income individual s within a given community or from the broader community; and
Denial of, reductionsin or significant delay in the receipt of benefits of U.S. DOT
programs, policies or activities. 2

The focus of environmental justice is on whether adverse impacts are borne primarily by
or have greater severity for minority or low-income populations than the general
population. For the purposes of environmental justice, the US Department of
Transportation defines low-income as “a person whose household incomeis at or below
the Department of Health and Human Services poverty guidelines.” Minority includes
persons who are Black, Hispanic, Asian American, American Indian or Alaskan Native.
If adisproportionately adverse impact is shown to be affecting these populations, the
activity should not be carried out using federal funds unless:

Alternative approaches or further mitigation measures that would avoid or reduce the
disproportionate effect are not practicable, and

A substantial need exists for the program, policy, or activity, based on the overall
public interest and alternative approaches that would have less adverse effects on
protected populations either would (1) have other adverse social, economic,
environmental, or human health impacts that would be more severe or (2) involve
increased costs of extraordinary magnitude.3

The US DOT order emphasizes that the public has access to full information concerning
human health and environmental impacts and requires four actions early in the
development of major programs, policies or activities that includes:

Identifying and evaluating environmental, public health, and interrelated social and
economic effects;

Proposing measures to avoid, minimize, and/or mitigate disproportionately high and
adverse environmenta and public health effects and interrelated social and economic
effects, offsetting benefits on opportunities should be provided to enhance
communities, neighborhoods, and individuals whenever permitted by federal law and
policy;

Considering aternatives when they would enable disproportionately high and adverse
impact to be avoided and/or minimized; and

Eliciting public involvement opportunities, including soliciting input from affected
minority and low-income populations in considering alternatives.*

To summarize, the US DOT order requires that when minority or low-income
populations are adversely impacted by a significant change to the transportation system it
must be clearly established that the change is both beneficial and less harmful to these
populations than other alternatives. Furthermore, members of the affected populations
must be fully consulted.

3 |bid.
* 1bid.
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Local Environmental Justice Assessment

To assess the potential of adverse impacts to low-income and minority populations
created by changes to the transportation system, accurate and detailed demographic data
is needed. Data from the U.S. Census at the block and block group level or through the
Census Transportation Planning Package (CTPP) provide relatively detailed geographic
areas in order to identify concentrations of low-income and minority populations.

Geographic Information Systems (GIS) refer to computer mapping programs that allow
data to be assigned to geographic locations. GIS provides a useful tool for mapping
population data and overlaying transportation system data to conduct spatial analysis to
identify low-income or minority populations that may be disproportionately impacted by
a change to the transportation system. Further analysis and study can then be conducted
to assess the extent of any adverse impacts and develop strategies for addressing those
impacts.

It is essential to establish criteriato determine when the percentage of low-income or
minority population signals the need for further impact analysis. MoDOT will prepare
guidelines or Environmental Justice criteria. Otherwise, the city will want to develop
criteria. For example, if a geographic boundary has alow-income or minority population
percentage that is above the low-income or minority population percentages of the
community as awhole, further analysis may be required.

Likewise, it must be determined how significant a transportation change needs to be
before a project warrants additional environmental justice considerations. Some projects
may have a small budget, yet significantly affect a neighborhood. Similarly, a
neighborhood not directly adjacent to a project may still be adversely impacted (e.g.,
diverted traffic from atraffic-calming project).

In summary, using the guidelines developed by the U.S. and Missouri Departments of
Transportation, Springfield and Greene County should establish a process and criteria for
addressing environmental justice concerns related to major changes proposed to the
transportation system.
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Streets and Highways

Introduction

The primary mode of transportation in the Springfield-Greene County areaisthe private
automobile. Figure 20-1 illustrates the trend in registered passenger vehicles and
registered trucks in Greene County. In 1980 there were 97,548 registered passenger
vehicles. By 1995 this number had jumped to 145,008, a 49 percent increase over the
fifteen year period. In comparison, population in the same time period increased by only
21 percent, less than half the percentage increase in vehicles.

The number of trucksisincreasing at an even faster rate than automobiles. The total
number of trucks registered in Greene County grew from 33,317 in 1980 to 58,313 in
1995, a 75 percent increase.

During this same 15-year time period, use of the public transit system steadily declined,
especially in recent years. From 1992 to 1993, revenue ridership decreased 11.9 percent;
from 1993 to 1996 it decreased another 9 percent. This decrease paralels a general
national declinein transit ridership. However, Springfield s transit system has shown an
increase in ridership from 1998-2000. The decline in transit use places greater demand on
the area s streets and highways.

Goal and Objectives
Goal: Provide an adequate system of thoroughfares that will ensure logical development
of the community, safe and efficient movement of people and goods, and economical
expenditure of Public Funds.
Objectives:

Develop an adequate thoroughfare system that will ensure:

1. Orderly development of the community,

2. Safeand efficient movement of people and goods, and

3. Efficient expenditure of public funds.

Establish future thoroughfare system that integrates land uses with transportation
system needs.

Recognize and respect a distinct hierarchy of street classification as thoroughfare
improvements and development decisions are made.

Establish a prioritization system for the upgrading of substandard thoroughfares,
the replacement of deficient bridges, and the extension of new thoroughfares.
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Objectives Continued:

Map corridors designated as rights-of-way for future thoroughfares so
development can be coordinated with road system.

Designate major streets to foster desirable community patterns and minimize
disruption to neighborhoods.

Maximize traffic flow by implementing access management principles on arteria
and collector streets.

Minimize potential traffic conflicts by controlling the frequency and location of
driveway access to arterial and collector streets.

Discourage the use of arterial streets for short trips by utilizing secondary
circulation systems where appropriate.

Provide sufficient off-street parking and loading facilities to accommodate
vehicle volumes generated by the type and intensity of development.

Discourage on-street parking along major streets.
Seek equitable and effective methods of financing street improvements.

Maximize the efficiency of the existing street system by implementing traffic
control measures.

Street Classifications

A primary task of the Springfield-Greene County Vision 20/20 process was to develop an
updated Major Thoroughfare Plan that projected the area’ s roadway classification needs
to the year 2020 and beyond. The roadway classification system provides guidelines for
designing a roadway network for the efficient movement of people throughout the
Springfield-Greene County urban area. Roads are placed into categories based on their
function or degree to which they provide access to adjacent land or provide mobility to
through traffic. Street classifications are generally referred to as functional classification
according to guidelines established by the Federal Highway Administration and are used
interchangeably in this document.

Functional Classification of Streets

Freeway: A fully controlled access highway with grade-separated interchanges at
major thoroughfares. Intended for high-volume, high-speed traffic movement
between cities and across the metropolitan area, and not intended to provide direct
access to adjacent land.

Expressway: A limited-access highway with some grade crossings and signals at
major intersections. Intended for high-volume, moderate to high speed traffic across
the metropolitan area with minimal access to adjacent land.
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Primary Arterial: A street primarily intended to provide for high volume, moderate
speed traffic between major activity centers. Access to abutting property is
subordinate to major traffic movement and is subject to necessary control of
entrances and exits.

Secondary Arterial: A street which augments and feeds the principal arterial
system and is intended for moderate volume, moderate speed traffic. Accessto
abutting property is partialy controlled.

Collector: A street, which collects and distributes traffic to and from local and
arteria streets. Intended for low to moderate volume, low speed, and short length
trips while also providing access to abutting properties. At the time a collector street
is platted, it may be designated as aresidential or commercial/industrial collector,
depending upon the predominant land use it will serve. A commercial/industrial
collector must be constructed to higher standards in order to serve truck traffic.

Local: A street for low-volume, low-speed, and short-length tripsto and from
abutting properties. During the platting process a local street may be designated as
an industrial, commercial, high-density residential, normal residential, or low-volume
residential street, depending upon the predominant land use it will serve.

The cooperative effort to update the Transportation Planning Area (TPA) thoroughfare
system addressed all area roadways, according to their projected function. Many of the
Springfield-Greene County thoroughfares are currently functioning at a higher
classification than their design. The recommendations included in this chapter of the
Transportation Element establish regional action steps for the region to follow that will:

Ensure that proper road rights-of-way are reserved in the future;

Require appropriate pavement widths; and,

Ensure that roadway improvements are planned according to the function of each
Street.

Streets and highways are typically classified in the Major Thoroughfare Plan according to
their intended function in providing for traffic movement. These street classifications
carry with them a set of design standards consistent with the type of service each facility
isintended to perform. Criteriafor designation of street and highway facilities include
the travel desire of the public, access requirements for adjacent land uses, and continuity
of the system.

The City of Springfield and Greene County have established an Urban Service Area
Boundary. Thereisacommitment from both jurisdictions to focus sanitary sewer service
and transportation improvements within this designated boundary, thus focusing urban
development densities within that boundary. All functiona planning conducted by the
City and the County is based upon the assumption that the Urban Service Areawill
ultimately be fully developed to urban densities, and that development outside this area
will be predominantly rural in character. The recommended Major Thoroughfare Plan
for the Springfield area (Figure 20-2) has been devel oped with this assumption in mind.
Within the Urban Service Area a detailed thoroughfare system has been defined to
accommaodate the travel needs of the area when fully developed. Outside the Urban
Service Area only aminimal system of thoroughfares has been delineated to serve a
predominantly rural population.
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The Mgjor Thoroughfare Plan isintended to provide an overall framework for making
decisions on thoroughfare improvements and extensions. The plan identifies the
locations of future major transportation corridors and should serve as a general guide for
securing street rights-of-way. The thoroughfares are shown in general locations and may
vary from the location shown after further detailed location studies are compl eted.

Recommendations:

The Street Classifications for the Major Thoroughfare Plan should be regularly
updated by the Springfield MPO, and subsequently adopted by the Springfield City
Council, the Missouri Department of Transportation, and the Greene County
Commission, as part of their policies concerning the location and function of all
major streets.

The MPO should work with the Federal Highway Administration and the Missouri
Department of Transportation to regularly update the Functional Classification Map
to align with the recommendations in the Major Thoroughfare Plan, within the
confines of the federal requirements. The Functional Classification Map represents
today’ s roadway function while the Major Thoroughfare Plan represents future
function.

The classifications of street types contained in the Zoning Ordinances, Subdivision
Regulations, and design standards of the various political jurisdictions within the
Transportation Planning Area should agree with those discussed in this section.
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Springfield Transportation Plan: Streets and Highways

Design Standards

The Springfield-Greene County thoroughfare system is designed to carry vehicle traffic
while providing for public transportation, bicycle, and pedestrian travel. These facilities
serve low-density residential neighborhoods as well as more densely developed corridors.
The thoroughfares comprise a network of many street connections, depending on the
Vision 20/20 land-use components they serve. The goal isfor collector level roadways
and higher to have few if any driveways, sharing driveways whenever possible.

The current design standards and generalized characteristics for each type of street
classification are listed in Table 20-1 and Table 20-2. These standards do not in every
case adequately address street width for provision of bicycle lanes. Because most of the
secondary arterial streets constructed recently in the City of Springfield exceed the
standards set forth in these tables, future amendments to the secondary arterial standards
should be considered. The City of Springfield, Greene County, the Missouri Department
of Transportation, and other jurisdictions in the planning area are encouraged to review
the identified potential deficienciesin the current recommended design standards and to
maintain their regulations consistent with the standards adopted by the Metropolitan
Planning Organization in order to provide consistent requirements throughout the
metropolitan area.

Recommendations:

The Design Standards for Streets and Highways (Table 20-1) and the Generalized
Characteristics of Streets by Classification (Table 20-2) should be adopted by the
City of Springfield, Greene County, the Missouri Department of Transportation, and
other metropolitan area jurisdictions in the planning area

The Zoning and Subdivision ordinances of the City of Springfield, Greene County,
and other metropolitan jurisdictions should be updated to be consistent with the most
current Design Standards for Streets and Highways listed in Table 20-1 and the
Generalized Characteristics of Streets by Classification, Table 20-2.

The City of Springfield, Greene County, the Missouri Department of Transportation,
and other metropolitan area jurisdictions are encouraged to review potential
deficiencies in the current recommended M PO design standards and to work with the
MPO in addressing these deficiencies in future plan updates.

The City of Springfield should work with the Missouri Department of Transportation
on the implementation of the recommendations in the Community Physical Image
and Character Element of the Comprehensive Plan that address entryways to the City
and other transportation system aesthetic concerns.
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Table 20-1: Design Standards for Streets by Classification

Street Segment Intersection . . MEdif”m Signa]izgd . .
Parking | Median | Opening ] Intersection | Driveway | Sidewalks
INumber [JRight-of- JPavement JNumber IRight—of— Pavement Permitted | Control | Spacing | - Spacing Spacing
of Lanes [Way \Width of Lanes |Way \Width
2-4
250'or | lanes@36'jRamps ag} . As 60" -80" Interchange] None Not
i e 408 more plus Required Varies Required None Grass None 1-3 miles | Permitted | Permitted
shoulders
180°+ .40 2-3 180' plus Required
each side lanes@36' 6 thru, 2 reqd | 108'plus None on
Expressway | 4to6 for left and -q p None |40 Grass] 1/4 mile] 1/2 mile .
plus . sight median Permitted | Frontage
frontage oneright] . .
shoulders triangles Roads
roads
110' for
Primar stga“(:td Pi[(i)o 2 4 thru, 1-4120"plus 28 or2- 1IEme"e f[I?cr)’n Required
. Y 4105 ’ lanes@30'f leftand 1] reqd 82-100' None | way left 600' p\fvy. 270' q )
Arterial for or 70' total right [ triangles turn lane 600" from both sides
undivided 9 9 Expwy.
street
Secondary 80 plus 2-way left] Does not Required
Arterial 203 | 70 43 4 req'd 58 None | ?;me o 600 210 boﬂf‘si o
nESiE! triangles PPy
70 for 3- | 41" for 3- GOI;JS’SO Varies per Does not Required
Collector 2 |ianeeo | lane 33| 34 r’; o |srest-43] None | None |7 500 160 boﬂf‘si o
for 2-lane | for 2-lane . d to 59' PPy
triangles
50" plus , .
Local 2 50-80' 24'-28' 2 req'd 2r Permitted] None Does not None req'd 35 edge tqg Both §|des
. Apply edge desired
triangles
June 2001 20-28 Vision 20/20



Springfield Transportation Plan: Streets and Highways

Table 20-2: Streets and Highways Generalized Characteristics by
Classification

(GRAPHICS)

June 2001 20-29 Vision 20/20



Springfield Transportation Plan: Streets and Highways

Major Thoroughfare Plan

The roadway classification system, as shown on Figur e 20-2 MPO Major Thoroughfare
Plan, provides guidelines for designing a roadway network for the efficient movement of
people throughout the Springfield metropolitan area. Roads are placed into categories
based on the degree to which they provide access to adjacent land or provide mobility to
through traffic. A road generally cannot provide both good mability and good access.
Therefore, when the guidelines are not met, traffic problems usually result. The
classification system reflects the community’ s need for both mobility and access.

Alignment Preservation

A primary purpose of the Metropolitan Planning Organization is to ensure that facilities
on the Major Thoroughfare Plan are sufficient for the future needs in the community. It
isalso critical that the facility needs shown on the Mgor Thoroughfare Plan Map, Figure
20-2, areredlistic and can be built. To prevent encroachment of development upon
corridors needed for future thoroughfares, each responsible jurisdiction has regulatory
tools available to protect the needed right-of-way. There is a need to preserve adequate
right-of-way for operation of intersections and interchanges where major thoroughfare
corridors intersect.

The development of new or expanded major thoroughfaresis alengthy process involving
years of planning, design, environmental studies, securing funding, acquiring right-of-
way, and actual construction. Often subdivision devel opment occurs before public
investments can be made to protect rights-of-way in advance of actual construction.
Thus, the possibility exists that the completion of new thoroughfares may be impeded by
intervening developments.

There are severa tools available for protecting rights-of-way from development. Some
of these tools, and guidelines for their use, are as follows:

Subdivision: Dedication of right-of-way through the subdivision processis the
normal means of acquiring the needed right-of-way for the thoroughfare system.
This procedure can be used to acquire right-of-way whenever land is subdivided —
not only for anew street in an outlying area but also in partially-developed areas
where additional right-of-way may be needed to widen an existing street. However,
itis most useful as atool for preserving right-of-way when the proposed thoroughfare
traverses alarge tract of raw land under single ownership, which is unlikely to be
developed unlessit is subdivided into smaller parcels. The subdivision processis not
very useful in acquiring right-of-way in areas that are already subdivided. In
addition, land for afreeway or expressway, although it may be shown on a
subdivision plat as reserved for afuture facility, is not normally dedicated through
the subdivision process since the adjoining properties are not usually allowed to have
direct access to such afacility. Right-of-way acquisitions are negotiated between the
property owner and the jurisdiction in these circumstances.

Official Mapping: Under state law, cities and first-class non-charter counties
(including Greene County) may adopt an official map of a proposed street and
prohibit the issuance of a building permit within the mapped right-of-way. The
official map must be based upon an adopted major thoroughfare plan and should be
prepared only when there is a firm commitment to construct the proposed facility
within areasonable time frame, and preferably only after a survey has been
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conducted to define the precise location of the street. Official mapping is most
appropriate when the area in question contains numerous small parcels under
fragmented ownership and there is a high probability that development could occur
without subdivision. Mapping is generally used to reserve the future right-of-way for
major facilities such as freeways, expressways, and arterias, but in certain cases its
use may be appropriate for collector streets aswell. It can be used to reserve right-
of-ways needed for the widening of an existing route, as well as for construction of a
new street.

Because official mapping is an exercise of alocal government’s police power, it can
normally be achieved without any compensation to the property owner at the time of
mapping. An exception would be a situation where the mapped street would occupy
all or most of anindividua parcel. In such a case the prohibition of construction
within the mapped right-of-way may effectively deprive the owner of any use of the
property and might be considered a “taking,” or expropriation without just
compensation.

To avoid presenting a hardship on the owner, mapping should be effective for a
particular time period, after which it may be renewed if necessary.

Advance Purchase: Purchase of right-of-way in fee smple is the most effective
means of protecting land from devel opment, but it is also the most expensive. Fee-
simple, refers to the absolute total interest in real property. Since funds for this
purpose are usually limited, right-of-way is not normally purchased until shortly
before street construction is scheduled. Purchase of right-of-way severa yearsin
advance of construction is appropriate for freeways, expressways, and other facilities
where right-of -way cannot be obtained through dedication and would likely be
developed if it were not purchased. Advance purchase should also be used when
official mapping would result in a hardship to the property owner —for example, the
mapped street would occupy most of a parcel and would effectively deprive the
owner of any use of the property.

Less Than Fee Simple Purchase: Right-of-way may also be reserved through
less than fee smple purchase, in which only the development rights to the land are
acquired, rather than full title. In this manner the owner is given some compensation
for not devel oping the land needed for right-of-way. This approach is most useful in
urban fringe areas, which are not experiencing significant growth pressures. In such
cases development rights could be acquired at arelatively low cost. However, in
areas that are aready fully or partially developed, development rights may be almost
as costly asthe fee smpletitle.

Density Transfer: Under the density transfer concept, right-of-way for the
transportation facility is dedicated by the landowner, and the devel opment density
that would have been permitted on that right-of-way is transferred to the remaining
portion of the tract. The overall density for the entire tract is unchanged, but a higher
net density is permitted on the developed portion in exchange for dedication of the
right-of-way.

This technique is most appropriate in the case of freeways and expressways where
right-of-ways would normally have to be purchased, rather than dedicated by the
property owner. It is an appropriate technique to use when public funds for right-of-
way acquisition are limited, because it results in acquisition of the property without
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any actual expenditure of public funds. However, density transfer is an option of the
landowner, and consequently it is only feasible when the property owner can achieve
agreater return from higher densities than from a sale of the right-of-way. In
addition, it is feasible only when the landowner could not expect to obtain higher
densities through a normal rezoning and would therefore have an incentive to use
density transfer. Thelegal instrument for density transfer isincluded in the cluster
development provisions of the city and county zoning ordinances.

Recommendation:

All MPO jurisdictions should adopt the Major Thoroughfare Plan and they should
cooperate together to preserve corridors. Future corridors should be established and
adhered to, although some flexibility to determine precise alignments is possible
during platting and right-of-way acquisition. All right-of-way preservation techniques
should be explored in the effort to preserve street corridors as shown on the Major
Thoroughfare Plan.

Development Considerations

Neighborhood Integrity: A primary objective of the Major Thoroughfare Plan isto
have properly located major streets, so asto foster desirable community land use patterns
and to minimize any disruptions to neighborhood integrity. The Major Thoroughfare Plan
should aso ensure the continuity of the arterial, collector, and local street systems while
preventing unnecessary traffic through neighborhoods. These properly planned facilities
will discourage discontinuity in travel movements that would increase the length of trips,
public facility costs, travel costs, energy costs, and air pollution. Traffic calming
alternatives should a so be considered to prevent unnecessary traffic through
neighborhoods.

The function of collector streets is to channel traffic between local and arteria streets, not
to bypass the arterial system. Stop signs and other traffic controls should be employed
where warranted to ensure that collector streets do not become secondary arterials.

Where practicable, land uses should be developed that are compatible with the
classification of the adjoining streets. 1n general, the more intense land uses should have
direct access to major arteries so that the traffic they generate does not intrude upon
residential areas. Table 20-3 Land Use Compatibility by Street Classification, indicates
the maximum land use intensities that should be allowed along each type of street.
However, the street classification is not the only consideration in the location of land
uses; criteria such as compatibility of adjoining land uses must also be considered.

Recommendation:

Metropolitan area jurisdictions should regularly update their adopted Major
Thoroughfare Plan, subdivision ordinance, zoning controls, and criteria for the
instalation of traffic controls. All of these tools should be used to ensure land use
compatibility and the preservation of the neighborhood unit.
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Table 20-3: Land Use Compatibility by Street Classification

Street Classification Maximum Land Use Intesity Tvpes
Residential ICommerc:lal |Ofﬁce Industrial
Regional
Centers (Over Industrial
Freeway/Expressway None 250,000 S Office Park Park
Ft)
Community
. . High Density Centers Industial
Primary Arterial (12-30 (100,000- | Office Park Park
units/acre) | 250,000 Sq.
Ft)
Neighborhood
High Density Centers Industial
Secondary Arterials (12-30 (30,000- | Office Park Park
units/acre) | 100,000 Sq.
Ft)
Collector
- Commerdialindustial High Density Naghporood Office Park | Industrial
** Serving * ** Park ***
High Density
- Residential (12-30 None None None
units/acre) ***
Local
High Density | Neighborhood | Other Office]  Other
- Commercialindustrial * Serving * ok Industrial |
High Density
- High Densiy Residential | = None None | Nore
Medium
- Normal Residential Density None None None
- Low Volume Residential | Low Density None None None
* At intersection of arterial, with orientation toward the arterial
* |f it functions as a buffer or transitional use
*** |f easily accessible to a primary or secondary arterial
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Development Relationships

The Mgjor Thoroughfare Plan serves as a guide to the future function of streets and
highways. The Mg or Thoroughfare Plan provides guidance to jurisdictions for when to
require on-site and off-site road improvements, in order to maintain a reasonable level of
traffic flow. These road improvements will take into account the traffic generated by the
proposed development and the normal traffic growth in the area.

Jurisdictions may also need to delay or prohibit types and densities of land use that
cannot be reasonably served by the existing street system, unless provisions are made to
improve the system to an adequate level.

In the review of zoning requests that deviate from the established land use pattern of an
area, the capacity of the street system should be a major consideration in determining
whether the rezoning is approved. If aproposed development would generate traffic
volumes that would exceed the design level of service of the existing transportation
system or the planned transportation system, the development should be prohibited or
delayed unless the developer agrees to make improvements that would enable the system
to adequately handle the anticipated traffic. Such improvements may include additional
right-of-way, pavement, traffic signals, turning lanes, and internal circulation drives.

A simplified traffic analysis, identifying the number of vehicle trips generated by the
proposed development and the impact of these trips on the street network, should be
conducted for all rezoning requests. If this analysisindicates that traffic problems may
occur, amore detailed study should be conducted to determine the proper course of
action. Two situations requiring special consideration may result from such an analysis:

1. The proposed development may be found to generate traffic volumes that would
exceed the design level of Service (LOS) standards of not only the existing system
but also the planned or programmed system. In this case, the development should be
prohibited unless the devel oper agrees to make on-site or off-site improvements,
which will enable the system to adequately handle the anticipated traffic.

2. The development will generate traffic volumes that exceed the design level of service
of the existing system but are within the design level of service of the planned or
programmed system. In such cases the development should be delayed until the
system is upgraded, unless the improvements are scheduled to be made within a
reasonable period of time or the developer agrees to provide the needed
improvements at his or her own expense.

In general, the developer of the adjacent property should make off-site traffic
improvements when it can be shown that the development is primarily responsible for
creating a situation that necessitates the improvement. If the improvement is planned
and/or programmed, the improvement will ordinarily be provided at public expense. The
schedule for planned improvements can sometimes be advanced when the devel oper
agrees to share in the cost or advance the cost of the project to the public agency against
future funds.

Specific off-site improvements, that the developer may be required to provide in order to
maintain an adequate traffic flow, include the following:

June 2001 20-34 Vision 20/20



Springfield Transportation Plan: Streets and Highways

Right-of-Way: Inall cases, the developer should be required to dedicate the right-
of-way needed to achieve the standard for the functional classification of an adjacent
street (See Table 20-1 Design Standards for Streets by Classification).

Pavement: Whenever arezoning occurs along an existing substandard street which
does not have the capacity to adequately handle the anticipated additional traffic, the
developer of the tract in question should be required to upgrade the adjoining portion
of the substandard street to meet standards. If the street isalocal or collector street,
the devel oper should be required to upgrade it to the appropriate standard for its
functional classification. If the street is an arterial, the developer should be required
to upgrade it to collector street standards, provided that it would then have sufficient
capacity to handle traffic generated by the devel opment.

When collector street standards would not be sufficient to accommodate the proposed
development and improvement of the facility to arterial standards cannot be achieved
at public expense in areasonable and timely manner, the developer should be
required to construct an arterial street before the rezoning is granted. In order to
encourage developers to proceed with construction of an arterial in order to expedite
a development, the jurisdiction may elect to negotiate an agreement that explores a
payback procedure that could reimburse the devel oper a portion of the investment
from public funds for the portion of the cost in excess of collector street standards.

For new streets the same conditions should apply. The developer should be required
to construct new streets up to collector standards. If an arteria is needed to
accommodate the proposed development and it cannot be constructed at public
expense, ajurisdiction could negotiate an agreement with the devel oper if they wish
to construct the facility prior to the availability of public funds.

Traffic Control: The Manual on Uniform Traffic Control Devices establishes traffic
volumes at which traffic signals are deemed to be warranted. When volumes meet
warrant levels, typical stop control of approach streets and driveways typically results
in undue delay and hazard to motorists. When these warrants are met, the developer
should be asked to provide an acceptable traffic operations plan by providing
alternative access points, providing signal control at major intersections, or designing
the roadway system to provide passive intersection control. The developer is
expected to pay a share of traffic control relative to the proportion of traffic
contributed by the devel opment to the need for the traffic control device.

Left-turn lanes: Left-turn lanes should be located at all signalized intersections, at
intersections of collector streets with primary and secondary arterials, a other
locations with primary and secondary arterials, and at al other locations where traffic
volumes and operating conditions warrant. A developer should be required to provide
left-turn lanes at private entrances which meet this standard and at public
intersections where the need for the turning lane is directly attributable to the
development.

Right-turn lanes: Right-turn lanes should be located at the intersection of major
arterias streets and expressways with one another. Right turn lanes should be
considered at other locations where right turn movements are more than 20 percent of
the approach volume, on arteria streets where there are more than 100 vehicles
turning right in the peak hour, and on expressways at any intersection. Right turn
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lanes should be installed by devel opers when turning movements to and from their
development are projected to warrant the turn lanes.

In addition to the off-site improvements described above, on-site improvements may be
required in order to maintain areasonable level of traffic service and prevent interference
with traffic on adjoining streets. Such improvements may include, but not limited to, the
following:

Internal circulation drives: Internal circulation drives may be required in order to
improve traffic flow in parking lots serving major commercia developments. Smaller
facilities such as drive-in banks and fast-food restaurants may also require a special
circulation pattern in order to avoid disrupting traffic on adjacent thoroughfares. In
general, internal circulation systems should be designed so asto allow sufficient space
for stacking of entering and exiting vehicles, and to avoid the use of public streets for
movement from one part of the site to another. The drives should provide for safe on-
site operation of customer vehicles and freight vehicles servicing the site. More
specific design requirements should be developed during the review of the driveway
permit application, the subdivision, or the site plan, on the basis of the peculiarities of
the site and the type and intensity of development.

Turn-around driveways: Turn-around driveways permit vehicles (including
trucks) to enter and exit a site without having to back into a street. They are generally
required whenever residential dwellings or commercial facilities take direct access
from an arteria or collector street. Direct access from individual dwelling unitsto
major streets should normally be prevented through the subdivision process, but where
such situations are unavoidabl e because of prior platting patterns a turnaround driveis
often the best means of dealing with them.

Recommendation:

Jurisdictions should utilize the above guidelines for off-site and on-site
improvements related to development proposals.

Secondary Circulation Systems

The use of arterial streets for short trips should be discouraged by utilizing a secondary
circulation system where appropriate. The intent of secondary circulation systemsisto
reduce the number of turning movements to and from the arterial streets, to prevent an
overload of the arterial system with vehicles making short trips, and to provide aternative
routes to serve facilities having limited access to major arterials. Provision of secondary
circulation systemsis amajor component of access management, discussed as part of
Transportation System and Demand Management.

Major developments that generate substantial volumes of traffic, should be served by
internal circulation systems or parallel collector streets, to supplement the major
thoroughfare system. Such secondary circulation systems function as a“relief valve’ by
providing alternative paths for vehicles making short trips. They also allow traffic to be
more evenly distributed onto adjoining streets and reduce congestion at driveway
entrances and exits.
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Recommendation:

Metropolitan area jurisdictions should have provisions for secondary circulation
systems in their subdivision and zoning ordinances. The application of these
provisions should be done on a case-by-case basis, where it applies to the need to
improve an existing secondary circulation system or provide a new connection into
an existing secondary circulation system.

Population and Employment Forecast - Background

Vision 20/20 Public Involvement: In order to provide guidance toward improving
the quality of lifein Springfield and Greene County, the Vision 20/20 comprehensive
planning process included extensive public involvement. Over aperiod of 18 months, 12
focus groups met to develop avision for Springfield and Greene County in the year 2020.
The Transportation Focus Group primarily looked at transportation athough other focus
groups also considered transportation issues. All of theinitial visions, goals and
objectives recommended by the 12 focus groups were presented at Visionfest, an al day
community forum attended by roughly 1,000 citizens. In addition, citizens throughout
the community were asked to fill-out a survey that asked for their preferences on visua
design and landscaping considerations.

Projection - Initial Analysis

Population analysis began with areview of the 1990 census population figures for each
Transportation Analysis Zone (TAZ) in the Transportation Planning Area (TPA). A map
of the current Transportation Planning Area with the updated TAZs used for travel
demand modeling purposes is shown on Figure 20-3. MPO staff developed alinear
growth projection for the year 2020 as an initial step, using the 1990 census figures as a
basdline. Following the initial 2020 population projections, staff reviewed a number of
data sources to develop revised population and employment numbers to be used in the
transportation model.
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Population - Future Development Pattern

Essentially, the recommendation of the Land Use and Growth Management Element is
for afuture development pattern that reflects an increase in the amount of development to
the northeast, north, and west of the existing urbanized area, with amajority of future
development continuing south, southwest, and southeast. While this reflects existing
trends, it a'so emphasizes the desire for a more balanced distribution of future
development.

In addition, there is a strong recommendation for incorporating policies, incentives, etc.,
aimed at strengthening Center City, including existing neighborhoods, and encouraging
infill development.

Population - Population Distribution

The future development pattern for the Springfield metropolitan area, level of land use
intensity, environmental features, open space provisions, and other factors were
considered in the subsequent analysis of where employment and residences would locate
in the Transportation Planning Area by the year 2020. These projections were used as
input to the Travel Demand Model. The model used this input to develop future roadway
volume projections for the 2020 Springfield metropolitan area.  These roadway volumes
provided critical information to the Metropolitan Planning Organization in developing the
Major Thoroughfare Plan and determining where the most critical roadway
improvements should be focused in the community.

Traffic Model and Forecast

Travel Survey: In early 1995, a home interview survey was conducted to determine the
travel behaviors of citizensin Springfield-Greene County. A total of 1,850 households
were interviewed and the trip making characteristics of those households were
documented. The home interview survey data was also used in the devel opment of the
travel demand model.

Description of Forecasting Process: The TRANPLAN model is a computer
simulation of current and future traffic volumes, placed on a current and future street and
highway network. The simulation is developed, through a series of steps, in which
development is trandated into traffic and vehicle movements throughout the Springfield
metropolitan area. The typical steps followed in the travel-forecast process are:

Network Development — The process of determining which roadways are to be
included in the study area network and identification of the pertinent roadway
information to be included.

Socioeconomic Data Definition — The process of quantifying the type and intensity of
current and future demographicsin the study area. Demographics are divided into
population, households, and employment.

Trip Generation — The process of quantifying the number of daily trips associated
with the current and proposed levels of demographic development in Springfield and
Greene County.
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Trip Distribution — The process of distributing trips within the study area, by origin
and destination.

Mode Split — The process of division of trips into three categories of automobile,
transit and non-motor vehicle trips.

Trip Assignment — The process of placing study area trips on to roadways that
represent the travel route between traffic analysis zones.
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Springfield Transportation Plan: Streets and Highways

Future Traffic Volumes

The model allocated future trips based on forecasted development to the existing plus
committed roadway network. In some cases, the travel demand model did not anticipate
changes in traffic patterns since it was run in 1997. Additional studies have been
completed on Glenstone Avenue between Battlefield Road and James River Freeway and
on Chestnut Expressway between Kansas Expressway and Glenstone Avenue to
determine future traffic and need for improvements. The following list shows the increase
in traffic that is forecast to occur between the years 1990 and 2020 on selected roadway

segments in the Springfield-Greene County urban area.
Table 20-4: Forecast Traffic Volume by Roadway

US 65 between Evans and James River

Freeway 75,250 207%
I-44 east of US 65 70,550 186%
James River Fwy. at Campbell 56,300 Not built
in 1990
Expressways:
Campbell at James River Road 56,900 130%
Glenstone south of Primrose * 45,000 265%
Kansas Expressway north of Sunshine 47,700 47%
Kansas Expressway north of 1-44 44,100 100%
West By-Pass south of Chestnut 38,200 101%
Chestnut west of US 65 43,400 76%
Chestnut west of National * 37,000 21%
US 160 in Willard 27,500 342%
Primary Arterials:
Glenstone north of Kearney 51,700 53%
Battlefield east of National 40,000 11%
Glenstone north of Sunshine 48,000 8%
National north of Grand 33,400 8%
MO H at |-44 16,000 70%
Republic east of Scenic 16,800 2%
Secondary Arterials/Collectors:
MO M west of MO ZZ 10,000 20%
Plainview west of Campbell 17,000 240%

* Traffic Volumes developed from additional study.
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Springfield Transportation Plan: Streets and Highways

Future Capacity Deficiencies

Traffic volume forecasts and roadway capacities provide information used to determine
future roadway deficiencies. The relationship of volumeto capacity is referred to as the
Volume to Capacity ratio (V/C). The V/C trandlates into six roadway graded levels of
service (LOS), ranging from A to F, with F being the worst. In many of the nation’s
urban areas, roadways are designed to meet design standards for functional classification
and accept LOS D operation during the peak hour. The following statements from the
Highway Capacity Manual, 1994 Edition may be made regarding the graded levels of
service.

LOS A describes primarily free-flow operations at average travel speeds, usually
about 90 percent of the free-flow speed for the arterial classification. Vehicles are
completely unimpeded in their ability to maneuver within the traffic stream. Stopped
delay at signalized intersections is minimal.

LOS B represents reasonably unimpeded operations at average travel speeds, usually
about 70 percent of the free-flow speed for the arterial classification. The ability to
maneuver within the traffic stream is only dightly restricted and stopped delays are
not bothersome. Drivers are not generally subjected to appreciable tension.

LOS C represents stable operations; however, ability to maneuver and change lanes
in midblock locations may be more restricted than at LOS B, and longer queues,
adverse signal coordination, or both may contribute to lower average travel speeds of
about 50 percent of the average free-flow speed for the arterial classification.
Motorists will experience appreciable tension while driving.

LOS D borders on arange in which small increasesin flow may cause substantial
increases in delay and hence decreases in arterial speed. LOS D may be dueto
adverse signal progression, inappropriate signal timing, high volumes, or some
combination of these factors. Average travel speeds are about 40 percent of free-
flow speed.

LOS E is characterized by significant delays and average travel speeds of one-third
the free-flow speed or less. Such operations are caused by some combination of
adverse progression, high signal density, high volumes, extensive delays at critical
intersections, and inappropriate signal timing.

LOS F characterizes arterial flow at extremely low speeds below one-third to one-
fourth of the free-flow speed. Intersection congestion islikely at critical signalized
locations, with high delays and extensive queuing. Adverse progression is frequently
a contributor to this condition.

The forecasted traffic volume capacity deficiencies on Springfield-Greene County urban
area highwaysin 2020 are displayed in Figure 20-6. Note that volumes on
Interstate/Freeway routes are shown directionally. The capacities for each roadway
classification and each type of roadway used in determining the deficiencies are listed in
Table 20-5. The deficiencies shown are based on daily volumes and capacities. They
assume no additional road improvements other than the committed improvementsin the
Springfield-Greene County area to the year 2001. The forecasted identified deficiencies
reflect a significant overall increase in traffic with arelatively minor increase in capacity
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Springfield Transportation Plan: Streets and Highways

from committed highway improvement projects. The capacity of many arterial roadways
in the year 2020 system are inadequate to effectively meet the demand of traffic projected
for that year.

Typically, as congestion on any given roadway approaches design capacity (deficiency
above 1.00 volume to capacity ratio), traffic will begin to search for time saving
alternative routes.

Severe Problem Areas

The most severe congestion is projected for the north-south streets. Glenstone Avenue,
US 65, Kansas Expressway and National all have level of service F congestion through
the urban area. Campbell isat level of service F south of Grand to the south county line.
Of the east-west streets, Sunshine Street shows the most congestion with severa
segments at level of service F. Republic also shows significant areas of congestion at
level of service F, while Battlefield and Division show fewer occurrences.

Assessment of Solutions

Transportation recommendations considered for the Major Thoroughfare Plan are based
on the results of the Travel Demand Modél traffic volume forecasts and the following
considerations:

Transportation Goals and Objectives;

Growth Management and Land Use Plan goals and objectives;
Roadway spacing;

Roadway continuity and connectivity deficiencies,

Roadway bicycle suitability deficiencies,

Existing roadway capacity deficiencies; and,

Other considerations as they relate to the overall transportation system.

The improvement plan uses the following criteria:

Transportation Service Requirements: Traffic volumes, roadway capacity, roadway
continuity, linkages to the regional roadway system and distance between the
roadways.

Physical constraints: Land use and environmental features, land use access.
Financial constraints: |mprovements are designed to be reasonable in cost.
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Table 20-5: Road Capacity/Level of Service (LOS) Springfield Regional Travel Demand Model in Vehicles per Day

Classification | TYPe Urban Suburban Rural
LOSC | LOSD | LOSE | LOSC | LOSD | LOSE | LOSC | LOSD | LOSE
Freeway 6-lane 64.000 110000 |  64.000 | 99.000 | 110.000 |  64.000 110.000
4-lane 43,000 75000 | 43.000 | 67.500 75.000 | 43,000 75.000
Expressway |-e-lane 48,000 |  45.200 63.000 | 48.000 | 56500 63.000 40.700
4-lane 32,000 | 30.200 42,000 | 32000 | 37.800 42,000 | 24.000 | 27.200 30.000
Divided 6-lane 42,000 | 39,000 54,000 | 42,000 |  48.800 54,000 35.100
Arterial 4-lane 28.000 |  26.000 36.000 | 28.000 | 32500 36000 | 17.300 |  23.400 21.500
5-lane 26.000 |  24.600 34,000 | 26.000 | 30.800 34,000 22.100
Undivided 4-lane 20,000 | 17.600 26,000 | 20.000 | 22000 26,000 | 12,600 | 15800 17.400
Arterial 3-lane 12,000 | 12.800 16.000 | 12,000 |  16.000 16.000 11.500
2-lane 9.000 9.000 13.000 9.000 | 11.300 13.000 6.300 | 81.000 8.700
one-wav 12,000 | 28.200 16,000 | 12,000 | 35300 16.000 25.400
5-lane 26.000 | 22.600 34,000 | 26.000 | 28300 34,000 20.300
Secondary 4-lane 20.000 |  15.400 26.000 | 20.000 | 19.300 26.000 13.900
Arterial 3-lane 12,000 | 11.200 16,000 | 12,000 |  14.000 16.000 10.100
2-lane 9.000 7.800 13.000 9.000 9.800 13.000 6.300 7.000 8.700
one-wav 12.000 | 24600 16.000 | 12,000 | 30.800 16.000 22.100
5-lane 26.000 | 19.600 34,000 | 26.000 | 24500 34,000 17.600
4-lane 20.000 |  14.400 26.000 | 20.000 | 18.000 26.000 13.000
Collector 3-lane 12.000 9.400 16.000 12.000 11.800 16.000 8.500
2-lane 9.000 6.600 13.000 9.000 8.300 13.000 6.300 5.900 8.700
one-wav 12.000 | 22.800 16,000 | 12,000 |  28.500 16.000 20.500

SOURCE: Springfield/Greene County Calibration and Application Report (March 1997) and technical not
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Projects for Consideration

The following is alisting of some of the key transportation improvements that are
recommended for the Springfield-Greene County area. These improvements are based on
the assessment of solutions.

US 65 from 1-44 to south Greene County line - expand to six-lane freeway.

James River Freeway from Glenstone Avenue to U.S. 65 — expand to six-lane
freeway.

Kansas Expressway from I1-44 to James River Freeway - expand to six lanes.

Glenstone Avenue from James River Freeway to Battlefield Road — expand to six
lanes.

Kansas Expressway from James River Freeway to River Bluff Arteria -
construct new four lane expressway.

National from Walnut to Battlefield Road - Expand to four travel lanes continuous
arterial.

Chestnut Expressway from College Road to Glenstone Ave. — expand to six
lanes.

National from Plainview Road to proposed New Southern East-West Arterial -
expand to five lane arterial.

Lone Pine, Oak Grove, Cedarbrook, Packer from Republic to Kearney -
expand to three lane secondary arterial.

Campbell between Sunshine and Grand - construct connector five-lane facility to
connect Campbell at Sunshine with Grant at Grand.

Campbell from Battlefield Road to Grand - expand to continuous five lanes.

Campbell from James River Freeway to Battlefield Road - expand to six-lane
arterial.

Campbell from south study area boundary to James River Freeway - expand to Six-
lane expressway.

Grant from Grand to Norton Road - expand to continuous five lanes.

Grand from MO MM to Kansas Expressway and from National to Glenstone -
expand to four-lane arterial with median.

Grand from West Bypass to Kansas Expressway - expand to four lane divided
arterial.
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New Airport Access Roadway - build new four lane arterial to connect 1-44 to
new airport terminal.

Haseltine from Grand to Division - move west and build new four-lane arterial.
Haseltine from Sunshine to Grand - expand to four-lane arterial.

Battlefield/Smith (FR 160, 164) from US 65 to New Pierson Creek Arterial -
expand to four lane arteria (in phases).

New Southern East-West Arterial south of Steinert Road and Evans Road from
MO FF to US 65.

New Eastern North-South Arterial two to three miles east of US 65 from US 60
to 1-44.

New Northern East-West Arterial approximately 1Y% to 2% miles north of 1-44
from MO 13 to US 65 with connecting segment to 1-44.

US 60/US 65 Interchange - construct higher capacity interchange.
[-44/US 65 Interchange - construct higher capacity interchange.
Chestnut Expressway upgrade to afour-lane expressway design.

The Implementation of these expansions and improvements will go far in meeting the
future roadway traffic needs to the year 2020.

Proposed Major Thoroughfare Plan
Process for the Update of the Major Thoroughfare Plan

Members of the Metropolitan Planning Organization and staff worked together to
develop an updated version of the Mg or Thoroughfare Plan Map for the Transportation
Plan. The Mgjor Thoroughfare Plan Map (Figur e 20-9) shows the functional
classification needed for roadways to accommodate future development in the
community and addresses the need for any new roadways. Proper classification of a
roadway is essential to ensure the preservation of the appropriate amount of right-of-way
needed for future improvements. The Mgjor Thoroughfare Plan Map addresses the
community’ s roadway needs for the next 20 to 40 years. The Major Thoroughfare Plan
should be reviewed at least every five years and classification needs updated, if

appropriate.

Various data sources were reviewed to assist in developing the recommendations for the
future roadway network for the Springfield metropolitan area. The following sections
review both the process that was followed and the data sources analyzed to devel op the
Major Thoroughfare Plan Map.
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Major Thoroughfare Plan Map

The Mgjor Thoroughfare Plan isintended to provide an overall framework for making
decisions on thoroughfare improvements and extensions. The plan identifies the general
locations of future major transportation corridors and should serve as a general guide for
securing street rights-of-way and for determining appropriate zoning intensities. The
Major Thoroughfare Plan Map (Figur e 20-9) outlines both the general location and
classification needs of future roadway facilities. Precise locations of future facilities will
be determined prior to right-of-way acquisition and may vary from the exact location
shown on the plan.

Roadway Jurisdiction

Jurisdiction assignment of roadways is based on severa factors including:
Length of road
Length of trips served
Connections to roads of similar jurisdiction
Average daily traffic
Functional classification
Special facilities served

In general, roadways that solely serve local transportation needs are owned and
maintained by the local government. Roadways that serve regional, inter-county or
statewide transportation needs are owned and maintained by the state. Therefore, itisin
the City’s and County’ s interests to own and maintain the streets and roads that provide
access to land uses, and facilitate development. Likewise, it isin the State’ s interest to
own and maintain streets and roads that facilitate inter-city and inter-county mobility.

Operational jurisdictional coordination includes consistency in geometric design and
pavement at points where there is a change in jurisdiction. It isthe responsibility of the
various jurisdictions to provide the driver with a seamless driving experience when
passing from jurisdiction to jurisdiction.

The jurisdictional system, with the recommended changes in the urban area, is shown in
Figure 20-10. In general, the system is continuous and corresponds well with street
classifications. The single most significant incongruity is the segment of Sunshine Street
between Kansas Expressway and Glenstone Avenue. This segment was transferred to
City jurisdiction in 1993 in a trade with the State in which the State assumed jurisdiction
of south Kansas Expressway. The trade was clearly in the City’s and State' sinterest.
However, Sunshine Street remains as a gap in the State system. Sunshine has
subsequently been placed on the National Highway System (NHS), which makes it
eligible for NHS funds. It isone of the few NHS streets in the nation that is not a state
highway, and consideration should be given to establishing control of the facility by one
jurisdiction or consider aligning classifications.
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Springfield Transportation Plan: Streets and Highways

Key Concepts or Projects

Parkways: Parkways are intended to be heavily landscaped linear parks that include
roadways with bicycle and pedestrian facilities to meet the community’ s need for
efficient circulation, recreation, and beauty. Parkways serve multiple purposes, including
utilitarian and recreational auto, bike and pedestrian travel, neighborhood devel opment
and neighborhood revitalization. The number of through-traffic lanes on roadways can
vary from segment to segment. Parkway roads can aso be designed and classified as
collectors or arterials. Changesin travel demand may warrant adjusting lane
configurations.

A Parkway treatment could be added to the new Southern east-west Arterial, new Pierson
Creek Arterial, new Blue Grass Road Arterial, or any other roadway deemed appropriate.
The parkways concept is not limited to new roads. Existing streets, regardless of
classification, could be retrofitted to accommodate the parkway concept. The
Metropolitan Planning Organization recommended that a parkway concept, as outlined in
The River Bluff Parkway Concept Study be considered for the Southern east-west Arterial
in south Greene County.

The parkways, together with the planned greenways, have tremendous potential to have a
positive effect on the image of Springfield and Greene County. They would provide
major green corridors across the area, link neighborhoods and parks, provide gateways to
community districts, guide residential development, raise and sustain property values,
and shape residents mental maps of their community. Because of this potential,
Springfield and Greene County should work proactively and with commitment on these
investments, which will require several decades to accomplish.

Center City

Springfield' s Center City has excellent access from other parts of the community through
connections provided by Chestnut and Kansas Expressways, National, Campbell and
Grant Avenues, and Grand and Division Streets. Boonville-South and Benton-
Kimbrough Avenues are collector streets that link the Greater Downtown, Government
Plaza, and Commercial Street Districts, and provide internal connectors within Center
City. Each has certain advantages and disadvantages in terms of circulation and image.
Boonville Avenue has non-residential land uses from Commercial Street to Park Central
Square, with non-residential land uses continuing along South Avenue to EIm Street.
These features give the street the feel of amain arterial, even though its route through
Park Central Square interferes with the ability to move traffic through Center City.
Benton-Kimbrough on the other hand, is continuous across Center City but directly
servesresidential neighborhoods near its north and south ends. These two roadways
should be considered for improved landscaping and lighting to help define and accentuate
their role in connecting and integrating Center City.

Auto circulation within Center City is somewhat hampered by the fact that severa streets
are discontinuous. Barriers are posed by the railroad yard north of Commercial Street,
the railroad tracks in the Jordan Creek Valley, and north of Park Central Square. The
Boonville-South Avenue corridor also terminates on the north end of Center City at
Commercial Street and on the south at Grand Street. Water Street, East Trafficway, and
Olive Street do not combine to form a smooth and unified east-west route.
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Recommendations:

The City of Springfield and the Missouri Department of Transportation (MoDOT)
should consider alternative scenarios for including the entire length of Sunshine
Street under one jurisdiction’s control.

Springfield and Greene County should cooperate on the design and alignment of
roadway facilities that incorporate the parkway concept.

Springfield metropolitan area jurisdictions should consider designing new and
existing roadway facilities with amenities included in the parkway concept.

Designers of future local and collector streets intersecting the parkways should be
encouraged to extend the parkway treatments into and across adjacent neighborhoods
in order to extend its positive impression.

On the streets connecting Commercia Street, Government Plaza, and the Downtown
Didtrict, consider changing traffic operation patterns and improving landscaping and
lighting to help define and accentuate their role in connecting and integrating Center
City.
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Springfield Transportation Plan: Transit and Paratransit

Transit and Paratransit

Introduction

The Transit Chapter of the Transportation Plan includes information from the MPO' s
current Transportation Plan, City Utilities' 1995 Transit Plan, and Southwest Missouri
State University’s (SMSU) Master Plan. Critical planning features of all these plans have
been combined into the Transit Chapter.

The Paratransit Section of the Transportation Plan updates information from the late
1980 s and provides some background on the recent paratransit coordination effort that
the MPO facilitated in 1997. The previous Transportation Plan referred to transportation
services for the handicapped. This draft refers to these services as * paratransit” and also
refers to the Americans with Disabilities Act (ADA) changes that affect transportation.

Transit

According to the City of Springfield Charter, City Utilitiesis responsible for providing
fixed route and paratransit public transit service to the City of Springfield. Fixed route
transit service is an integral mode of transportation for certain citizens in the Springfield
area. Public transit serves as an aternative for persons with access to other transportation
modes. It also meets the needs of persons unable to utilize, own, or operate an
automobile. Thisincludes low-income individuals, the elderly, disabled persons,
students, and other under-served populations. The fixed route service impacts the City of
Springfield’ s transportation system by providing trips that would otherwise require an
automobile (see Figure 20-11).

In addition, Southwest Missouri State University (SMSU) provides a campus shuttle
service from their Park and Ride Intermodal Facility on EIm Street. The SMSU service
connects buildings throughout the campus, and at various locationsin Springfield's
Center City. The plansfor the Phase Il Intermodal Facility at SMSU incorporate the
shuttle system into the new facility, which is subject to available financing. This service
is designed principally for university students, faculty, and employees. However, the
shuttle service is available to the community free of charge when traveling between
SMSU sites for community events occurring in SMSU facilities. The success of the
SMSU shuittle service is evident in its ridership growth, which increased from 373,629
ridesin 1995 to 671,257 ridesin 1997. Figure 20-12, shows the SMSU shuttle system
routes and how these routes connect various facilities.

The future of the SMSU campus shuttle system and its integrated intermodal facilitiesis
outlined in The SMSU Transportation Sudy —Where We Are; Where We Are Going. The
Springfield Area Transportation Study Organization supports the SMSU long-range
planning efforts as described in the above document, the SMSU Master Plan. However,
the MPO must prioritize between individual projects from SMSU and City Utilities as
part of the annual Transportation Improvement Program process. Support of the City
Utilities and SMSU planning efforts does not indicate pre-approval of a project by the
MPO. The Transportation Plan’s Fiscal Plan Chapter addresses the MPO's project
priorities for the next 20 years.
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Both SMSU and City Utilities operate accessible transit vehicles, as prescribed under the
Americans with Disabilities Act (ADA). City Utilitiesand SMSU transit operations have
overlapping routes enabling the community to access one transit service from the other,
through a simple transfer.

Land use density impacts the effectiveness of fixed route public transit. The denser the
land use, the higher the probability for success of the service. City Utilities serviceto the
Center City and the SMSU campus shuttle system are well suited for public transit
because they access a higher residential and employment density than suburban aress.
Significantly less dense land uses pose probable financial losses to the transit operator.
Thus, activity centers should be planned at appropriate densitiesin areas that are serviced
by transit routes.
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Springfield Transportation Plan: Transit and Paratransit

The current City Utilities fixed route system consists of 14 fixed bus routes operating
weekdays, with limited weekend, holiday, and night service. Passengers have the
opportunity to transfer from one route to another at the Park Central Transfer Facility.
The system operates on a“pulse” basis with most buses arriving and departing the
Transfer Facility at the same time. City Utilities also operates “ Access Express’, a
complementary paratransit service.

The overall City Utilities fixed-route bus fleet consists of 23 buses with capacities
ranging from 28 to 33 riders. The demand responsive paratransit fleet or “ access express’
consists of an additional five buses. The paratransit vehicles have a ten-passenger
capacity, with the flexibility of becoming 18-passenger vehicles, if needed on the fixed
route system. City Utilities’ fixed route public transit ridership has been on the increase
in recent years. Thisisin concert with trendsin public transit ridership in most urban
areas throughout the United States. 1n 1999 total ridership was 1,366,387 compared to
1,052,353 in 1997, a 30 percent increase in two years. 1n 1999 farebox revenue covered
10 percent of system costs and advertising contributed 1.1 percent of those costs.

The City Utilities transit system operates at aloss. The average loss per year from 1997-
2000 was $3 million dollars (after deducting all grants and revenues). The City Utilities
gas and electric utility ratepayers currently cover thisloss. The Springfield areais
fortunate to have the utility system cover the transit system deficit. Many other cities of
similar size are not able to support a significant transit system because there is no method
to cover the deficit. However, potential changes to the gas and electric utility through
deregulation could jeopardize future financial support of the transit system.

In anticipation of deregulation, the City Utilities Board has been cautious to expand the
transit system. However, the City Utilities transit system is still a critical component of
the Springfield-Greene County transportation system. Efforts should be made to
financially support the transit system, support grants for the transit system that will
decrease their annual deficit, and consideration should be given to expand the transit
system service area throughout the urbanized area.

The SMSU shuttle system consists of 16 shuttle buses with capacities ranging from 17 to
30 riders. The shuttle system operates weekdays with limited night service, no holiday
service, and no service on weekends. The shuttle buses run approximately every five
minutes on the four weekday-routes. The night route serves all areas of the campus and
various locationsin Center City after 6:00 p.m. The shuttle buses operate approximately
every 12 minutes on the night route. In 1999, ridership was up to approximately 663,000
annual trips, compared to 221,000 annual trips in 1988 when it was initiated.

City Utilities undertook a comprehensive study of its transit operationsin 1995 and has
implemented many of the study’s recommendations. They have established both a fixed
route and paratransit advisory committee with memberships including bus passengers,
office staff, and bus operators. These committee members have been very helpful with
recommendations to improve the system. These steps represent meaningful action on the
part of City Utilities to improve its management of the system; transit use continues to
rise each month. The challenge is to effectively encourage more automobile driversto
use transit as a viable transportation aternative. Thiswill require attitude changes within
the community and a stronger commitment to transit service.
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Transit Goal and Objectives
Goal:

Provide alevel of transit service to the community that meets the basic travel needs of
persons without other means of transportation and serves as an adternative to the private
automobile.

Objectives:

Review, adopt, and modify as necessary aformal set of public transportation
performance measures to guide transit planning, operations, and policies.

Within the limits of financial capabilities, provide transit service to al parts of the
community that can generate acceptable levels of ridership.

Operate the transit system as a customer-oriented service, which is responsive to the
needs and desires of the public.

Review the transit fare structure periodically and develop fare levels, which recover a
reasonable portion of operating costs without imposing an undue burden on the
passengers.

Continue to upgrade the transit fleet and maintenance facilities to achieve and
maintain a modern, efficient transit operation.

Evaluate the transit system on a regular basis according to specific criteriain order to
determine the need for service improvements, curtailments, reroutings, route
extensions, fare revisions, and other policy changes.

Transit Plan
Level of Transit Service

The City Utilities fixed route transit system in Springfield serves a dual function: to
transport persons who lack their own means of transportation and to provide an
aternative for persons who have automobiles but choose not to use them. At present,
two-thirds of all transit passengers have no other transportation available; about one-third
ride by choice. The primary goal of the transit system should be to provide reliable
transportation at afair and reasonable price for the community to access jobs, medical
services, and other basic activities. Efforts should also be made to attract more passengers
who ride by choice, in order to improve the system’ s productivity, promote energy
conservation and decrease auto trips.

Both City Utilities 1995 Transit Plan and the City Utilities1980 Short-Range Transit
Plan contain a series of standards designed to measure the performance of the transit
system, identify its strengths and weaknesses, and indicate where remedial efforts should
be directed to improve transit service. Some of the performance measures apply to the
system as awhole; while others apply to individua routes. The system-wide
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performance measures and the route performance indicators presently used are listed
below. These measures should be reviewed annually by the provider and modified as
needed to reflect community needs.

System-Wide Transit Performance Measures’

1. At least 30 percent of operating costs should be recovered from farebox revenues.

2. The net deficit per revenue passenger should increase no more than 10 percent per
year.

3. Patronage should average at least 1.25 revenue passengers (or 1.6 total passengers)
per vehicle-mile of service.

4. Patronage (total passengers and revenue passengers) should increase by at least 5
percent per year.

5. Routes which have a high percentage of elderly riders (over 30 percent) should not be
curtailed unless their productivity is otherwise very low.

6. Bus speed should average at least 60 percent of auto speed.
7. Average bus age should not exceed nine years.

8. The maximum passenger load on any bus should not exceed 125 percent of the
seating capacity.

9. At least 90 percent of al bus trips should be less than five minutes late.

10. The operating expense per vehicle-mile should not increase faster than the general
rate of inflation.

11. The system expense per vehicle-mile should not increase per bus operator.

12. The system should average at least 5,000 annual vehicle miles between road calls or
breakdowns.

Route Performance Profile Indicators?

For the Route Performance Profile, each route is assigned arank based on its
performance relative to the other routes on the following indicators:

1. Operating Ratio: this measure is the ratio of operation revenues (i.e., farebox
receipts) to operating expenses.

2. Rate of Ridership: This measure isthe ratio of total passengers to total bus miles.

! Source: Short-range Transit Plan, p. 3.12 — 3.13, 3.17 —3.19
2Source: Short-range Transit Plan, p. 3.16.
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3. Transportation Disadvantaged Ridership: For the purpose of this evaluation, this
measure is the percentage of riders 65 years of age or older.

A Route Performance Profile ranking should be prepared annually and used as a basis for
further analysis of service changes. The lowest one-third ranked routes should be
carefully monitored and subject to increased promotion and minor service adjustments to
help their ranking.

Recommendations:

The 1980 Short-Range Transit Plan, adopted by City Council and the Board of Public
Utilities, included the aforementioned performance measures and route performance
profile indicators. The City Utilities staff, with the assistance of MPO staff should
review these measures periodically to determine whether any modifications should be
made.

Service Improvements

Ideally, the fixed route transit system should attempt to operate a bus within a quarter-
mile of every resident of Springfield. Redlistically, however, this goal is not achievable
under present conditions, based on Springfield’ s low-density residential development
pattern. Expansion of transit service to the entire community would require alarger bus
fleet, more bus drivers, and a significant increase in the operating budget. Many areas of
the city are sparsely populated and cannot support even minimal transit service. Other
areas are characterized by high levels of automobile ownership and will not likely have
levels of transit usage comparable to more dense parts of the city. Public policy and
economic feasibility should therefore determine the level and extent of transit service,
which is provided to the community based upon avision of itsrole in maintaining the
area’ s quality of life.

In order to provide guidance for policy-makersin making decisions on transit service
changes, a series of criteria were developed in City Utilities 1995 Transit Plan. These
criteria address three basic types of service changes: improvements to existing services,
curtailment of existing services; and initiation of new services.

Improvements to existing services may involve factors such as more direct service, faster
travel speeds, more frequent service, expanded hours of operation, and revision of
schedulesto facilitate transfers. Guidelines for these types of improvements, which are
intended primarily to increase convenience to existing passengers, arelisted in

Table 20-6.

Any new routes should be undertaken selectively after careful planning when thereis
reason to believe that an acceptable level of ridership will result. During 1997-2000 City
Utilities transit has initiated:

Two new fixed route services,

Increased service frequency on an existing fixed route from hourly to half-
hourly;

Extended an existing fixed route to a major shopping center;

Extended two of the night, Sunday, and holiday fixed-routes to include
frequently requested shopping centers;
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Re-routed an existing fixed route to better serve the SMSU campus; and,
Extended a fixed-route to include additional employment destinations.

Table 20-6: Guidelines for Route Design, Frequency, and Scheduling®

1.

10.

11.

Routes should provide for direct service between areas of high ridership potential and
major trip attractions.

One or more routes should serve most major generators such as hospitals, shopping
centers, and educational facilities.

Routes should belinear in alignment to minimize travel time; unnecessary detours
and turns should be avoided.

Routes should be free of duplication, except where they converge.

Parallel routes should normally be spaced one-half mile apart in order to draw upon a
service area of one-quarter mile to either side of the route.

Basic service should be operated from 6:00 am. to 7:00 p.m., Monday through
Saturday. Limited service may be provided on certain routes at night and on Sundays
and holidays in response to particular needs.

Buses on a given route should operate no more than 60 minutes apart, with 30
minutes being the preferred frequency.

Whenever possible, headways between buses should be based on even divisions of an
hour (e.g., 15, 20, or 30 minutes), and major time checkpoints should be served at
easily remembered times (e.g., 30 minutes past the hour).

Scheduled arrival and departure times for routes having common end points should
be coordinated to the maximum extent practicable in order to facilitate transfers.

No more than 30 percent of the total system passengers should have to transfer to
complete their trip.

When 20 percent or more of the total daily passengers transfer between two separate
routes having a common end point, the two routes should be considered for linking
into one through route.

The City Utilities transit system is also available on an as-needed basis to assist with
community needs and events. Guidelines for development of new fixed route services are
listed in Table 20-7.

3 Sources: 1980 Short-range Transit Plan, p. 4.9-4.10, 4.12, 4.32, 4.72. Route and Schedule Study,
p. 37-46.)
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Table 20-7: Guidelines for New Service’

1. New service should generate levels of patronage and revenues per mile, which are comparable to the
system average. This concept implies that new services should not significantly add to the system’s
deficit per passenger.

2. A detailed planning feasibility study should precede the implementation of any proposed new
services to determine whether the services have the potential for achieving arevenue/cost ratio
equivalent to the system average. This study should include estimates of ridership, revenues,
expenses, and deficit per passenger.

3. Ingeneral, new services should be considered primarily for implementation in areas characterized
by relatively lower-income households, higher residential density, and higher percentage of elderly
population, since these areas tend to generate the highest ridership per mile of service.

4. A tria period of at least 18 months should be allowed for a new route to develop. During thistime
route performance should be monitored carefully against these standards:

- After 6 months, the new service must achieve 40 percent of the system average passengers per
mile, and ridership should beincreasing at thistime.
After 12 months, the new service should achieve 60 percent of the system average passengers
per mile.
After 18 months, the new service should be evaluated according to the same criteria as the rest
of the system. At that point, if the new route falls at the bottom 1/3 of al routes, detailed
monitoring and marketing analysis should be performed. If no improvement is noticed in
performance, the service should be considered for elimination.

5. New service at night, on weekends, and on holidays should be established only in response to a
specia need asidentified through marketing research.

Any service improvements or service expansion considerations for the Southwest
Missouri State University shuttle system should comply with the SMSU Master Plan.
All services should be monitored annually to determine whether they are meeting a
specific need. Intheinterest of resource efficiency, unproductive services should be
curtailed so that the available transportation resources may be more effectively utilized.
Criteriafor determining when fixed route service reductions are warranted are listed in
Table 20-8.

Table 20-8: Guidelines for Service Reduction®

1. New services should never be terminated before the end of 12 months of operation. If ridership is not
increasing after 6 months, remedial actions should be taken, such as increased promotion or minor
service modification. If trends do not improve after 12 months, realignment of service within the same
basic structure should be considered. At the end of the 18-month trial period, al options should have
been exhausted and service should be diminated if trends persist.

2. For established services (over 18 months old), a Route Performance Profile ranking should be prepared
annually based on the indicators in Table 20-6. The lowest one-third ranked routes should be carefully
monitored and subject to increased promotion and minor adjustment to help their ranking. If arouteis
ranked last in two consecutive eval uation periods and has been subjected to attempts to improve
productivity, then that route should be abandoned

3. Portions of aroute whose daily-boarding passengers per mile of routeis less than 30 percent of the total
route average should be considered for curtailment. Ridership patterns should be monitored to
determine whether such segments should be dropped entirely or operated only during peak hours.

4. Routes operating at night, on weekends, or on holidays should have productivity in passengers per mile
of at least 50 percent of the system-wide average. Routes operating below thislevel should be
considered for modification or deletion.

5. Service modifications or elimination’s should be made gradually and only after attempts at
improvement are made. Services faling below the guidelines should be subjected to increased
promotion, rerouting, rescheduling, or other improvements for at least 6 months before planning for
curtailment is initiated.

* Source: 1980 Short-range Transit Plan, p. 4.3-4.4., 4.10-4.11.
® Source: 1980 Short-range Transit Plan, p. 4.13-4.15.
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Battlefield Mall Shuttle Service

Significant route changes were made to the fixed route system in 1996, following the
recommendations made by the 1995 City Utilities Transit Plan. City Utilities revised the
route (line 2-S. National) serving the SMSU campus, in order to provide a direct service
from the campus to Battlefield Mall. This route has 30-minute service Monday through
Friday and hourly service on Saturday, Sunday, and at night.

Center City Service

All of the City Utilities fixed-route buses (with the exception of three) enter and exit the
center city area on their routes. City Utilities' transfer facility is located on McDaniel
Street at Patton. This transfer facility provides covered waiting areas (inside and out) for
passengers, as well as restrooms, a pay phone, and awater fountain. The facility is open
from 5:30 am. until midnight, seven days a week.

Southwest Missouri State University (SMSU) may explore expansion of their night and
weekend shuttle system routes to the Center City. There isasignificant portion of the
student population that frequents establishments in the Center City during evenings and
weekends.

Recommendations:

To help protect student safety and to provide the student populations with the best
level of service possible, SMSU should investigate the need for providing shuttle
services to Center City attractions for students during nights and weekends — whether
they provide the service or they decide to contract-out the service. This expansion
would be subject to available financing and it should comply with SMSU’s Master
Plan. Note, the City Utilities fixed route transit system does provide service between
Center City and SMSU seven (7) days aweek. The potential SMSU weekend shuttle
service to Center City would need to be more convenient than the existing City
Utilities service.

City Council and the Board of Public Utilities adopted the guidelines in Tables 20-6,
20-7 and 20-8 as part of City Utilities 1995 Transit Plan, previoudly included in the
1980 Short-Range Transit Plan. All proposals for service improvements or
reductions should be evaluated in relation to those guidelines before any official
action is taken.

The MPO should support the area-wide transit system by supporting grants for their
projects during the Transportation Improvement Program (TIP) process.
Consideration should be given to projects that will help decrease their annual deficit
and efforts to expand the transit system service area throughout the urbanized area.

Table 20-9: Guidelines for Passenger Amenities and Customer Relations®

1. An active marketing program should be pursued on a continuing basis to ensure that
the transit service provided will be effectively used. This program should include
research to identify consumer attitudes; design and delivery of service that meets
identified needs; and effective promotion of available services.

® Source: Short-range Transit Plan, p. 4.22-4.41, 7.30-7.32
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2. Bus stops should be established that are convenient for passengers, minimize traffic
congestion, and promote increased bus speeds. In residential areas, there should
generally be four to eight stops per mile. In commercial and industrial areas, stops
should be conveniently located with respect to major businesses. Signs should mark
all stops. At major stops the signs should identify route numbers and time of buses
passing the stop. In general, stops at the far side of the intersection are preferable,
and recessed bus turnouts should be considered where high passenger and traffic
volumes exist and space is available (such as major shopping centers).

3. Busshélters should be provided at bus stops where more than 25 passengers board
and/or transfer during the course of atypical weekday. Benches should be provided
at stops where 12 or more passengers board, especially where a substantial
percentage of boarding passengers are elderly or disabled.

4. Businteriors should be adequately lighted, heated and air-conditioned when
appropriate. Buses should be cleaned both internally and externally at least once
every two days.

5. Passenger complaints should be promptly addressed and acknowledged by either a
letter or telephone response. Any route receiving frequent complaints about on-time
performance, overcrowding, malfunctioning equipment, or similar operational
problems should receive remedia analysis or personnel consultation. Any personnel-
related complaints, such as discourteous actions by drivers, should be just cause for
consultation with the appropriate employee.

6. Adequate and up-to-date information on routes and schedules should be provided to
the public. A telephone information service should be maintained during normal
working hours. Maps and schedules for all routes should be prepared and
disseminated. Frequent use should be made of radio, television, and other mediato
publicize existing services and service changes. Each bus should have its route
number and name clearly designated.

7. Passenger safety from accidents and security from crimes should be a major concern.
An active course of safety training should be pursued, including sensitivity training
for dealing with wheel chair-bound and other disabled passengers. In addition, all
accidents should be analyzed to determine possible remedial actions, and any
location with more than three transit vehicle accidents per year should receive
corrective action with the assistance of the City Traffic Engineer. All buses should
be equipped with two-way radios for emergency communication with law
enforcement agencies, and any crimes against passengers should be analyzed in order
to formulate additional security standards.

Marketing and Customer Service

If transit is to continue its function as an element of the urban transportation system, it
must serve a definite need and provide a pleasant experience for the passenger. Likeall
services for which afeeis charged, transit service should cater to its customers. Market
research should be undertaken on a continuing basis to identify customer needs and
desires, and the results should be used in designing new services and facilities. The
passenger’ s need for comfort, convenience, and security should be given high priority,
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and public information on available services should be prepared and disseminated.
Guidelines for passenger amenities and customer relations are listed below.

Community Awareness

As changes are made to the transit system, both City Utilities transit and the SMSU
shuttle system must let the public know that quality serviceisbeing provided. The
message that transit offers quality service on which a number of citizens are absolutely
dependent should be delivered at community events, public meetings, on talk shows, and
a every other opportunity. Both SMSU and CU should use their customer billings to
generate awareness of the system. Public service events, similar to the City Utilities
Customer Service Appreciation Day, should be held to benefit transit. City Utilities
should aso consider approaching the business community for financial support of
community-wide special programs that are important to them. In short, both City
Utilities and Southwest Missouri State University need to promote the transportation
system to the community and help build an awareness of the services they provide in the
community. It isimportant to communicate this message to the public, encourage them
to ride transit, and to garner their support for future programs.

Advertising

Using transit as an advertising mechanism is one way for transit systems to generate
revenue. City Utilities transit system has recently implemented new advertising methods
such as exterior advertising on the panels of buses and “theme bus’ advertising where the
entire vehicle is painted or wrapped with a commercial message. City Utilities has
recently purchased and installed 56 bus shelters throughout the city. These shelters have
an advertising panel that allows advertisers to display an ad that would be visible on the
end panel of the shelter. City Utilitiesis also selling advertising space on the printed bus
maps, which are updated twice annually. City Utilities recently purchased bus benches
and is selling ad space on those aswell. City Utilities should continue generating
revenue through these various methods and should also consider any additional
advertising opportunities.

SMSU should also consider advertising for their shuttle system in the future to help offset
student operating subsidies or fund system expansions.

Actions:

City Utilities transit should maintain a strong marketing program. Both City Utilities
and Southwest Missouri State University should conduct periodic surveys of both
transit riders and non-riders to identify attitudes toward the bus system and
opportunities for customer-oriented improvements. City Utilities and SMSU should
design services that meet identified needs, and both agencies should implement and
promote such services. City Utilities and SMSU should also maintain and publicize
their customer information services and should conduct frequent safety sensitivity
training sessions for bus operators.

Both City Utilities and Southwest Missouri State University should continue to
improve their customer service outreach and investigate methods for advertising their
transit operations through innovative methods such as bus wraps.
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City Utilities should consider a new marketing position to supervise, coordinate, and
expand the actions called for in the Transportation Plan.

Promotions

City Utilities (CU) celebrates a week of national recognition called “Try Transit Week”
in which passengers are honored with small gifts, employees are honored, and promotion
of the system is emphasized. City Utilities has focused this week on a“ Stuff-A-Bus’
competition, where a bus is filled with non-perishable food items that are donated to a
local food pantry, Ozarks Food Harvest. CU also sponsors a booth at the Ozark Empire
Fair, where they promote the system by giving out transit information, talking to
fairgoers about the transit system, and displaying a“wrapped” bus. CU isactivein the
registration process at SMSU each year. This event (SOAR) alows CU and other
businesses in the Springfield area to display information at a table in the Student Union
Building and introduce incoming students with their services.

Recommendation:

City Utilities should continue to promote its transit services through various
promotional opportunities in the community. SMSU should explore new methods to
promote the campus shuttle system for the entire community, by joining with the
promotions conducted by City Utilities Transit.

Fare Structure

When the City Utilities fixed-route transit service was operated as a private enterprise,
fares were set at levels sufficient to recover all costs and generate a reasonable profit.
Transit operations in Springfield have not been a profit-making venture for many years,
the system was taken over by the city in 1945, long before most other transit systemsin
the country became publicly owned. Since transit service is now provided as a benefit to
the community, similar to police and fire protection, public policy must determine how
much of the cost of the operation should be borne by the community at large and how
much by the riders of the transit system. On one hand, the price charged for abusride
should cover areasonable portion of the actual cost of providing the service so that the
deficit borne by the public is not excessive. On the other hand, if fares are too high,
ridership losses will occur and revenues will decrease.

Fares were increased in January 1997, the first fare increase since 1983. Multi-ride passes
and discount fares have been introduced and are widely used. The system has not,
however, been able to recover 30 percent of its operating costs from farebox receipts and
isunlikely to do so without significant cutsin service or sizable fare increases. A goal of
30 percent farebox recovery is probably not a reasonable goa for this transit system,
given Springfield' s low-density development pattern and the availability of free parking
throughout the community.

Guidelinesfor City Utilities' fare structure development as recommended in the 1995
Transit Plan may be found in Table 20-10.

When the Southwest Missouri State University shuttle system was established in 1988, it
was decided that fares would not be charged for riders of the service. Rather, the
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system’ s expenses were met through Federal Transit Administration financing and
student fees. The SMSU parking facility and shuttle system provides a benefit to the
Springfield-Greene County area by providing parking capacity for events at Juanita K.
Hammons Hall, John Q. Hammons Sports Complex, and other community events held in
the vicinity.

An aternative to help cover operational costs of the intermodal parking facility would be
a surcharge for area community events included in overall ticket prices. This might be a
better method of sharing the cost in an equitable manner to al users of the intermodal
facility, without having to develop fares. Also, this financing mechanism would raise
fees from those who park in the intermodal facility and walk to their event, never using
the shuttle system. Other options would be to investigate a direct user fee for parking in
the intermodal facility or afare collection method for non-student riders of the shuttle
system. These funding methods would help offset operational costs for both intermodal
facilities and would reduce the costs that student fees would need to cover.

Recommendations:

Southwest Missouri University officials should examine alternatives to help cover
operational costs for the intermodal parking facility and shuttle system.

City Utilities and City Council should review the fare structure annually and adjust, if
needed.

Table 20-10: Guidelines for Fare Structure Development’

1. Thefare structure should be reviewed yearly to determine whether any adjustments are needed to
offset the effects of inflation on transit operating costs.

2. Inorder to minimize ridership losses when fare increases are enacted, modest fare increases should be
made every one to three years, rather than adopting a more substantial increase on an infrequent basis.

3. Thetransit system should encourage the use of multi-ride weekly and monthly passes which offer a
small discount to frequent transit users and improve the convenience and flexibility of transit.

4. Tothe extent feasible, discount fares should be offered to elderly, disabled, youth, and other groups
with special needs.

5. The system should strive to recover 30 percent of its operating costs from farebox receipts

Capital Upgrades

City Utilities and Southwest Missouri State University (SMSU) should devel op capital
schedules to provide for the replacement of obsolete buses, equipment, and facilities
according to a prescribed schedule, which adheres to Federal Transit Administration
(FTA) standards. These capital improvements should include the upgrading of bus
maintenance facilities, equipment upgrades, and improvements to servicing methodsin
order to increase efficiency.

City Utilities' 1995 Transit Plan and the 1980 Short-Range Transit Plan recommended
that the transit system maintain a sufficient number of buses to operate al peak hour
services and to provide a 20 to 25 percent ratio of spare vehicles. It was aso
recommended that the average age of the bus fleet should be no more than 9 years and
the age of the oldest vehicles should be no more than 12 years.

"Source: City Utilities 1995 Transit Plan, p.x, p. 3.12, p.4.56-4.57
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Although the existing maintenance facilities date from the streetcar era, they have been
modernized on several occasions and are generally adequate to meet the present need.
However, periodic upgrading of the shop facilities should be continued in order to
increase labor efficiency, replace obsolete equipment, and encourage energy
conservation.

There is a proposal to move the City Utilities transfer facility from its current Center City
location to the proposed Jordan Valley Park intermodal parking facility. Thiswas
recommended in a study conducted by the City of Springfield, City Utilities, and OATS,
Inc. City Utilitiesis also considering the possibility of re-locating its bus maintenance
and office facility from Boonville Avenue to a Center City location. Both of these
projects are strongly encouraged in Vision 20/20, which stresses a centrally-focused
community.

In addition, the City of Springfield, City Utilities, SMSU, and area not-for-profit
transportation providers should work together and coordinate all transit services serving
the Jordan Valley Park. Thisincludes afuture shuttle that could serve al park amenities
and provide connections to adjacent activity centers such asthe SMSU campus. A
coordinated shuttle service between SMSU and the Jordan Valley Park would encourage
a pedestrian “auto-free” environment throughout the devel opment.

Recommendations:

The City of Springfield with City Utilities should consider re-locating their transfer
facility to the Jordan Valley Park intermodal parking facility. They should aso
study the possibility of re-locating their bus maintenance facility and officesto a
Center City location, within proximity to the transfer facility.

City Utilities should continue to perform periodic upgrades of their shop facilities.

The City of Springfield, City Utilities, SMSU, and area not-for-profit transportation
providers should coordinate future shuttle service possibilities in the Jordan Valley
Park, thus encouraging a pedestrian “auto-free” environment.

SMSU and the City Utilities should review their capital and support needs annually
through the budgeting process. The needs must be included in the Springfield Area
Transportation Study Organization’s Transportation Improvement Program and in the
Transportation Plan.

Data Analysis and Information Resources

Comprehensive information resources and data analyses are essential to an efficient
transit system. To provide a solid information base for making transit policy decisions,
both City Utilities and Southwest Missouri State University should maintain
comprehensive demand records to facilitate system forecasts. Currently both providers
participate in a continuing program of data collection and analysis under the Federal
Transit Administration’s National Transit Database (old Section 15) program.
Information provided through this program should be enhanced, improved, and made
easily accessible to the public. These information systems will alow the entities to
document changesin transit system performance, target improvements, and plan
strategies to address identified problems.
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Asthe Springfield area continues to grow and change, individual travel habits aso
change. The transit system must be prepared to respond to these changes if it isto
continue serving its function. Ridership on the system must be constantly monitored to
identify shiftsin the travel desires and behavior of transit patrons and of the non-riding
public that comprise potential transit customers.

Recommendations:®

All transit planning activities to be undertaken on behalf of City Utilities and SMSU
must be included in the Springfield Area Transportation Study Organization’s annual
Unified Planning Work Program.

City Utilities and Southwest Missouri State University, in cooperation with the
Springfield Area Transportation Study Organization, should engage in joint data
collections to achieve improvements to the FTA Nationa Transit Database program
of data collection and analysisin order to furnish information to the policy-makers on
which transit decisions can be based. An annual report should be prepared
documenting the status of the transit system and identifying opportunities for
improvements.

Recommendations:

To keep transit use at its current increasing level will require a proactive program. The
following actions, in additions to those mentioned earlier in the chapter, are proposed:

Metropolitan areajurisdictions and transportation providers should facilitate the use
of transit and shuttle services as attractive aternatives to the automabile through the
following planning activities:

Effective land use planning, street network planning, and site design;
Increasing density at activity centers served by fixed route public transit;
Siting buildingsto aid transit riders in addition to accommodating driving and
parking;

Providing pedestrian amenities such as sidewalks and sheltersin al major
developments near transit and shuttle lines;

Pursuing transit and shuttle route restructuring in response to future demands,
including innovative service programs;

Coordinating public transit with the implementation of Travel Demand
Management techniques; and,

Monitoring the community for future transit opportunities.

8 Sources:

- City Council and the Board of Public Utilities, Short-Range Transit Plan, 1980.
City Utilities of Springfield, Springfield, Missouri Transit Service Study, July 1995.
Southwest Missouri State University, Master Plan.
Springfield Area Transportation Study Organization, Transportation Plan, May 1987.
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City Utilities transit and the SMSU shuttle system should:

Investigate the feasibility of additional transit operational improvements such as
the use of intermodal parking facilities and intelligent transportation system
techniques, such as traffic signal timing to accommodate bus movements; and,
Continuing to coordinate improvements at the interface between the City Utilities
fixed route transit system and the SMSU shuttle system.

Paratransit

Paratransit serviceis provided to ensure that all citizens have access to basic mobility
needs. The passage of the Americans with Disabilities Act (ADA) in 1990 recognized
the rights of persons with regards to services and facilities that are available to the
general public. According to the Federal Transit Administration (FTA), around 70
percent of adults with disabilities are unemployed and receive public assistance. Recent
welfare to work initiatives have highlighted the need to better address the mobility issues
of persons with disabilities. Much of the emphasis to date has been on reducing physical
barriers to transit use. City Utilities fixed-route bus system is fully accessible with low-
floor buses providing front-door ramps for passengers in wheelchairs, and efforts have
been made to improve accessibility by providing improved sidewalk connections to
fixed-route bus stops. However, thereis still a significant percentage of the Springfield
area disabled population that is not able to access the fixed-route transit system, so they
are provided accessibility opportunities with the curb-to-curb paratransit service operated
by City Utilities transit.

There are over 20 organizations in the Springfield area that provide not-for-profit van and
bus transportation services to the community. Many of these organizations serve special
populations or provide unique community services such as therapy trips for the
chronically mentaly ill, foster grandparent transportation services, or medical
transportation services for clients with special needs. A number of these transportation
providers serve clients that are not disabled but are in need of specia transportation
services (e.g., Foster Grandparent Services).

The paratransit recommendations in this chapter address not only the paratransit
transportation needs throughout the community but also incorporate coordination efforts
among the ared s not-for-profit special transportation providers.

Definitions

Americans with Disabilities Act (ADA): Passed by the Congressin 1990, this act
mandates equal opportunities for persons with disabilities in the areas of employment,
transportation, communications and public accommodations. Under the ADA, most
transportation providers are obliged to purchase lift-equipped vehicles for their fixed-
route services, and must ensure system-wide accessibility of their demand-responsive
services to persons with disabilities. Public transit providers also must supplement their
fixed-route services with complimentary paratransit services for those persons unable to
use fixed-route service because of their disability. National Transit Resource Center
Glossary
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Complementary Paratransit: Paratransit service that is required as a part of the ADA
which complements, or isin addition to, already available fixed-route transit service.
Complementary paratransit services must meet a series of criteria designed to ensure they
are indeed complementary. The City Utilities Access Express service in Springfield isan
example of complementary paratransit. National Transit Resource Center Glossary

Curb-to-Curb Service: A common designation for paratransit services. The transit
vehicle picks up and discharges passengers at the curb or driveway in front of their home
or destination. In curb-to-curb service the driver does not assist the passenger aong
walks or steps to the door of the home or other destination. National Transit Resource
Center Glossary

Demand-Responsive Service: The type of transit service where individual
passengers can request transportation from a specific location to another specific location
at acertain time. Transit vehicles providing demand-response service do not follow a
fixed route, but travel throughout the community transporting passengers according to
their specific requests. Can aso be called “dial-a-ride.” These services usually, but not
always, require advance reservations. National Transit Resource Center Glossary

Designated Public Transportation: Transportation provided by a public entity
(other than public school transportation) by bus, rail, or other conveyance (other than by
aircraft, inter-city, or commuter rail transportation) that provides the general public with
general or specia service, including charter service, on aregular and continuing basis.
49 CFR Subtitle A, Office of the Secretary of Transportation

Deviated Fixed Route: Thistype of transit isahybrid of fixed-route and demand-
response services. While abus or van passes along fixed route stops and keeps to a
timetable, the bus or van can deviate from its course between two stopsto get to a
specific location on demand. National Transit Resource Center Glossary

Disabled: Any person who by reason of illness, injury, age, congenital malfunction or
other permanent or temporary incapacity or disability is unable, without specia facilities,
to uselocal transit facilities and services as effectively as persons who are not so affected.
National Transit Resource Center Glossary

Door-to-Door Service: A form of paratransit service, which includes passenger
assi stance between the vehicle and the door of his or her home or other destination. A
higher level of service than curb-to-curb, yet not as specialized as “door-through-door”
service (where the driver actually provides assistance within the origin or destination).
National Transit Resource Center Glossary

Fixed Route System: Transit services where vehicles run on regular, pre-designated,
pre-scheduled routes, with no deviation. Typically, printed schedules or timetables,
designated bus stops where passengers board and alight and the use of larger transit
vehicles, characterize fixed-route service. National Transit Resource Center Glossary

Not-for-profit Transportation Provider: Refersto a non-profit private transportation
entity that provides service to a community via bus, van, etc. to the general public, with
general or specia service (including charter service) on aregular and continuing basis.
49 CFR Subtitle A, Office of the Secretary of Transportation
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Paratransit: Type of passenger transportation that is more flexible than conventional
fixed-route transit but more structured than the use of private automobiles. Paratransit
includes demand-response transportation services, subscription bus services, shared-ride
taxis, carpooling and vanpooling, jitney services, and so on. Most often refersto

wheel chair-accessible, demand-responsive van service. National Transit Resource Center
Glossary

Paratransit Background
City Utilities Transit

Although the older areas of Springfield are well served by the transit system, expansion
of conventional bus service into low-density suburban areas is often not feasible because
of high operating costs and low-ridership. Asaresult, many Springfield residents do not
have transit service available at their origin, their destination, or both. In addition, many
persons are unable to use conventional transit service because of a permanent or
temporary physical disability. Those Springfield area residents that are able to meet the
Americans with Disabilities Act (ADA) paratransit eigibility standards may request trips
from the City Utilities Access Express system. The City Utilities Access Express service
provides a means of transportation to those riders who are unable to use the regular fixed-
route transit service. The OATS paratransit system provides service to metropolitan area
residents that live outside the City Utilities Access Express service area. The paratransit
service clearly fills a specia need by allowing greater independence for the wheelchair-
bound, elderly, and other disabled persons.

The Access Express system provides curb-to-curb demand response van service that is
tailored to specific travel needs. The Access Express system had five buses and service
approximately 1,700 trips-per-month during the summer of 1996. A resident’s digibility
to use the system is based on their inability to use the regular fixed-route bus system. All
riders are required to complete an application for certification for paratransit eligibility,
unless they are visitors to Springfield. The Access Express program utilizes scheduling
software that requires that reservations for transportation be made at least 24 hours ahead
of the scheduled trip. Same day appointments are made on a space-available basis. The
system’s current service areaincludes all areas served by the City Utilities' fixed-route
bus system, including a % mile area beyond those current boundaries, al within the City
of Springfield boundaries. The program maintains the same hours as the regular fixed-
route system and is in full-compliance with the requirements of the Americans with
Disabilities Act (ADA).

Other Not-For-Profit Van, Shuttle, or Alternative Transportation Services

Examples of other not-for-profit van, shuttle, or alternative transportation servicesin the
community include:

Carpooling: An organized effort to increase the occupancy of private automobiles
by encouraging persons with similar origins and destinations to share rides.
Carpooling is applicable to a number of trip purposes and schedules. Some assistance
may be provided by the city or another third party to match riders and drivers.
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The Springfield MPO currently maintains a Rideshare Hotline and has an established
program to match riders with drivers who may be traveling to destinations in close
proximity, at the sametime. Some residents of the community may make these type
of arrangements on their own with friends or co-workers. Employers can aso
facilitate the process by offering incentives to workers who carpool. Regardless of
the method employed to establish carpool groups, the effect is to help reduce the
number of vehicles on the roadway system, thus adding capacity to the existing
roadway system.

Vanpooling: Similar to carpooling but involving the use of vans instead of
automobiles. Vanpooling is most commonly sponsored by employers for work trips
only. The employer normally purchases the vehicle and charges the riders a fee,
which covers al capital and operating expenses. In most cases no public funds are
involved. Vanpooling is most appropriate for trips over 10 milesin length, which
begin or end at major employment centers.

Taxicabs: Normally operated by the private sector and hired by an individual for
door-to-door transportation. Taxis may also provide shared-ride service, carrying
several passengers at reduced rates from different origins or to different destinations.
When such shared-ride service is provided along a fixed-route it is known as a
limousine or jitney service.

Social Service Transportation: Normally provided by a public or private not-for-
profit agency to meet the particular needs of its clients. The serviceis usually operated
by vans or similar vehicles and may operate either on aregular schedule or on a demand-
responsive basis.

Paratransit Goal and Objectives

Goal: Encourage the provision of paratransit and not-for-profit transportation servicesin
the metropolitan area, particularly to the populations not served by the transit system.

Objectives:
Maintain the capability to provide a carpool/rideshare matching service to the general
public.

Encourage better coordination of existing not-for-profit transportation servicesin the
Springfield area.

Continue to provide special transportation services to the disabled population while
exploring methods of making the service more cost-effective.

Encourage the private sector to provide van, shuttle, or aternative transportation
services, where appropriate.

Rideshare
A rideshare-matching program helps to reduce traffic congestion and conserve energy by

promoting greater use of carpooling, vanpooling, and other forms of shared vehicular
trips.
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The City of Springfield currently has a rideshare-matching program, run by the
Springfield Area Transportation Study Organization (MPO). Rideshare provides travelers
with an easy method of locating people interested in carpooling. A special telephone
number (831-RIDE) has been set up to take requests from the genera public for rideshare
matching. There are official highway signs that advertise the program and the contact
information. These signs are located on the major freeways near the City limits of
Springfield. MPO staff assistance has been provided to match all inquiries and to assist
any employers who may wish to sponsor their own carpool programs.

Asfunding levels for future roadway improvementsin the MPO arearemain tight, there
will be opportunities to coordinate with major traffic generating employers on alternative
transportation programs such as carpooling. All participants in the MPO should continue
efforts to encourage ridesharing in their communities in order to conserve energy, assist
people in need of transportation, and better use the existing highway infrastructure.

Recommendation:

Continue to support and enhance the existing rideshare-matching program. The
program is presently located in the Planning Division but could easily be transferred
to another department, to City Utilities, or even to a private not-for-profit agency.
The minimal level of activity should include continuation of the telephone line and
the ability to provide match-lists to the public. Whenever sharp risesin fuel costs
occur efforts to contact major employers would be initiated. A more concerted effort
should be made to continue and enhance the duties of the rideshare position, and to
promote ridesharing and vanpooling through assistance to major employers.

Not-for-Profit Transportation Providers

There is a need for the establishment of a program that promotes the efficient utilization
and coordination of the Springfield area’s not-for-profit transportation providers. Better
coordination would alow for not-for-profit and other social service agencies to transport
more passengers for the same cost. Currently over 20 different not-for-profit
transportation providers offer avariety of transportation services in the Springfield area.
Most of these services are restricted to the clientele of each agency, with little
coordination among the groups. Although the City of Springfield and Greene County are
not directly involved in funding or operating these services, they can nonethel ess assist
the various agencies in improving the efficiency of their operations.

In 1996-1997, the MPO staff attempted a coordination process among not-for-profit
transportation providers in the Springfield-Greene County area. All of the discussions
and data from the not-for-profit transportation coordination effort were compiled into a
Paratransit Coordination Report, published June 16, 1997, that could be used in later
efforts to revive the coordination effort. All the parties that participated on the not-for-
profit provider coordination committee strongly supported the need to provide a
coordinated system in the Springfield area. The members were supportive of the concept
but the administrative issues proved unfeasible during 1997, when the implementation of
the concept was scheduled to take place. However, the members of the pilot study
indicated that they foresaw an opportunity to re-investigate the coordination effort in the
future.
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Recommendation:

The MPO could provide technical assistance to not-for-profit transportation providers
in the annual Unified Planning Work Program (UPWP). Such assistance shall be
subject to funding availability, unless internal expertise is available.

Improvements to Existing Service

The City Utilities Access Express service provides a means of transportation to those
riders who are unable to use the regular fixed-route transit service. The paratransit service
clearly fills a specia need by allowing greater independence for the wheel chair-bound,
elderly, and other disabled persons. Because of the high cost of the Access Express
service, it isresponsible for a disproportionate share of the transit operating deficit. Its
high operating costs inhibit expansion of both the fixed-route transit service and the
paratransit service. All reasonable efforts should be made to continue to improve fixed-
route transit. The inaccessibility of some of these stops prevents some passengers from
having the option of using the fixed-route system for their transportation needs. Sidewalk
improvements and better pathways to and from adjacent activity centers would increase
the number of paratransit ridersto use the less costly fixed-route service.

The Springfield Area Transportation Study Organization should continue to support the
area’ s not-for-profit transportation providers that provide needed lift-equipped
transportation services or other special transportation services in the community to those
who are unable to use regular transit routes. The City Utilities Access Express Serviceis
the MPO area s official ADA paratransit transportation provider. The MPO should
continue to support future funding needs of this service to ensure that the area has
sufficient paratransit transportation capacity.

Other providersin the area also fill some of this need, such as the transportation services
provided by OATS, Inc. OATS, Inc. is anot-for-profit transportation provider that
serves a number of surrounding counties, in addition to serving the Springfield area
served by the City Utilities' Access Express service. OATS, Inc. provides both
specialized paratransit services and van transportation services for the general public.
However, the OATS service does not provide the extensive hours of service that City
Utilities provides. This service does, however, serve as an aternative means of
transportation when the Access Express Service cannot fulfill atrip request. OATSIis
also the only public transportation provider for many of the outlying communities.

Other types of providersthat fulfill a need are area private ambulance type services such
asMedi-Transit. Medi-Transit’s service is more expensive but does serve as an
alternative paratransit service and provides transportation for medical patients that need
both medical and wheelchair-lift support. There are aso a host of transportation service
options in the community for the ambulatory clients such astaxis, limousine service, and
other specialized transportation providers.

Most of the not-for-profit transportation services, except the public City Utilities Access
Express service, are privately owned and operated. The MPO should work with these
providers to explore aternative means of reducing costs and upgrading their services.
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Actions:

Area not-for-profit transportation providers should continue to investigate
opportunities for coordination of shuttle, van, and specia needs transportation
services. The MPO can assist providers with information on the area s transportation
needs and facilitate public/private agency discussions.

Improve MPO review procedures for the Federal Transit Administration (FTA)
Section 5310 program that generally provides funding for one to two vans, requiring
a 20 percent local match. There are always more needs in the community than there
isfunding. It is often difficult to gauge the relative benefit of each individual
program to the community needs. Therefore, future funding decisions should
continue to stress the importance of sharing transportation resources between
agencies and investigate the possibility of shared fleets.

The MPO should continue to research transportation options that might include
contracting paratransit transportation, shuttles, or other special transportation needsin
the community. Such a contract could be with an individual company or a not-for-
profit transportation provider, which could operate some or al of the service.

The City of Springfield should develop an implementation plan for sidewalk and
ramp improvements to help improve the accessibility to and from the City Utilities
fixed-route transit bus stops, providing connections to major destinations along these
routes.

Private Sector Involvement

The use of regular fixed-route transit service may not be feasible because of a person’s
inability to access the service or because the service is not provided in the geographical
area. Capitalizing on transportation coordination efforts with existing private
transportation providers economizes public spending by encouraging privately operated
transportation services, where appropriate.

Some forms of transportation, such astaxi service, can be most effectively provided by
the private sector as a profit-making enterprise. In certain situations, shared-ride taxi
service and limousine operations might be more cost-effective than extending transit
service into low-density areas. The MPO should encourage the private sector to
experiment with such services where they would not compete with the City Utilities
transit system, or in areas where transit service would be poorly used.

Actions:

The MPO should work with Springfield metropolitan area jurisdictions to identify
any legal barriers, which may prevent private transportation operators from providing
paratransit and special needs transportation services in the area.

Public transportation agencies in the Springfield metropolitan area should consider
the use of subsidized taxi scripts, monthly bus passes based on income levels, and
other equity programs for individuals when they do not have an alternative means of
transportation.
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The MPO should investigate the feasibility of establishing an organization such as a
transportation authority to possibly plan, build, and/or operate in the Springfield
metropolitan area. This type of agency could be part of afreestanding MPO or
operate as a separate entity. The significant number of legal and practical barriers
inherent in this proposal would need to be considered in studying this proposal.
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Bicycle System

Introduction

Over the past several years, more people have recognized bicycling as an alternate mode
of transportation. Bicycling has the capacity to play an increased role in making the
transportation system more economical, energy efficient, and environmentally and
aesthetically attractive. Especially important are bicycle linkages and transit opportunities
between residential areas, employment destinations and education centers. Bicycle
facility improvements, coordinated with land use, can encourage bicycling as an
aternative to driving.

Bicyclists value many of the same travel features as motor vehicle drivers, such as
accessibility and directness, yet they aso value other characteristics such as designated
bicycle facilities, lower traffic volumes and speeds, and an attractive and comfortable
environment.

A potential federal funding source for bikeway and greenway development is the Surface
Transportation Program Enhancement Funding Program.

Background

In the late 1970s, the City of Springfield adopted a bikeway plan that recommended a
network of routesin Springfield. Subsequently, 20-miles of bicycle routes were signed
or striped, mostly on major streets. Routes included high volume arterial streets with
narrow outside lanes. When four-lane streets were restriped as five-lane streets, the bike
routes were removed. It was determined that:

1. Many of the Bikeway Plan’s designated routes had conditions that were
unattractive to bicyclists;

2. Most bicyclists preferred to use less heavily traveled streets than the routes that
were marked;

3. Personal safety on the streets was an issue, especially at signalized intersections;
and,

4. Bicycling was a significant mode of transportation only in the vicinity of the
Southwest Missouri State University campus.

Therefore, the more expensive recommendations, such as ramps from sidewalks to streets
at major intersections were not implemented. The 1981 update to the Transportation Plan
recommended that the City not make any major investments in bikeway facilities, and in
fact recommended removal of signed routes.

Part of the Vision 20/20 process included a detailed bicycle route suitability analysis that
targeted the roadway facilities that were most suited for bicycle commuter traffic. Some
routes that were both suitable and continuous were signed as bike routes in the late 1990s.
Many of these routes are roadways with low traffic volumes and few impediments; and
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they provide the connections needed between residential areas and major community
atractions. In addition, there are several greenway projects that are in various stages of
implementation. These projects are further outlined in the Parks, Open Space and
Greenways Element of the Springfield-Greene County Comprehensive Plan. The
greenway system provides arecreational multi-use trail system that the compliments
commuter bicycle routes.

The following significant greenway improvements are underway.

South Creek / Wilson’s Creek Greenway: A new multi-use trail that
accommodates bicycles is under construction in the south and southwest parts of the
city and the county. The South Creek / Wilson's Creek Greenway, a project
spearheaded by the citizens group, Springfield-Greene County Park Board, and
Ozark Greenways, will eventually be atwelve miletrail from McDaniel Park along
South Creek and Wilson's Creek to Wilson's Creek National Battlefield Park.

Frisco Highline Trail: Ozark Greenways is aso leading the development of the
Frisco Highline Trail, arails-to-trails project located on an abandoned railroad bed
which extends 30.4 miles from Springfield/Willard to Bolivar, Missouri. The trail
will be multi-use and will accommodate bicycles. Along the trail corridor, which
crosses the Little Sac River near Stockton Lake, are agricultural lands, a youth camp,
land owned by the Missouri Department of Conservation, a high school and the
Southwest Baptist University in Bolivar. Future plans for the trail include a
connection to the City of Springfield near the Springfield/Branson Regional Airport.

Galloway Creek Greenway: Three miles of trail have been constructed from
Sequiota Park south to the Springfield Nature Center. This section of greenway was
developed in eighteen months, funded by Ozark Greenway member donations and a
National Recreation Trails Fund grant. An areaquarry provided the rock for the trail
surface. Thisisthe most heavily used greenway trail in the Springfield-Greene
County areato date. Plansinclude extending this greenway two miles north to
Pershing School on Seminole.

In support of the Vision 20/20 effort, the Metropolitan Planning Organization (MPO)
established a Bicycle Subcommittee in February 1997, which began the process of
developing aregion-wide commuter bicycling map and along-range bicycle
implementation plan. The subcommittee membership included multi-jurisdictional
planning and public works representatives, bicycle advocates, and Ozark Greenways
staff. The focus of this group was to develop a plan of the area’ s suitable and safe routes,
focusing on routes that lead to major employers.

Figur e 20-13 shows the suitability route map. Those routes that provide continuous East-
West or North-South connections, that currently have good suitability, will be the first
commuter routes targeted for signing and improvements.
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Goal and Objectives

Goal: Improve the safety, comfort and popularity of bicycling in Springfield and Greene
County.

Objectives:

Create a bicycling system that capitalizes on the roadway network and include a
series of trail linkages.

Create a system of bicycle routes that are direct, convenient, safe, and easy to
use; that minimize potential conflicts with pedestrians and motor vehicles; and
that can be maintained so they do not present hazards to safe bicycling.

Link business centers and neighborhoods with bicycling facilities.
Ensure that all bicycle facilities are consistent with the bicycling system plan.

Consider bicyclesin the timing of traffic signal cycles and in the selection of a
traffic detection systems.

Create a safe, smooth riding surface for bicyclists that is free of obstructions.

Develop bridge crossings or other structures as needed to provide for safe,
continuous bicycle travel across barriers.

Provide for convenient bicycle parking at destinations.

Bicycle Route Suitability Assessment

Figure 20-13 isagraphical representation of the bicycle roadway suitability assessment.
The procedures and methodology of the suitability assessment are set forth in the
Appendix. The map isan indication of the suitability of the roads, based on their
conditions as assessed in the summer 1997. The yellow color indicates that the road has
alow risk for atypical bicycle commuter. The green color indicates a slight risk and the
blue color indicates a moderate risk. The areas that present a high risk and should be
avoided by bicycle traffic arein red. The Vision 20/20 Bicycle Subcommittee
recommended that a policy be devel oped where any roadway that is signed as a bicycle
route should be brought up to the lowest feasible risk standard along the extent of the
marked route.

The Appendix at the back of the Bicycle Chapter outlines the parameters measured to
determine the bicycle use suitability of each roadway in the Springfield-Greene County
area. The objective criteria ranked roadway characteristics based on traffic speed, curb
lane width, traffic volume, perception of safety, affects of major intersections, the
roadway crossing width, and the crossing traffic volume. The measurements of all of
these criteria were combined to determine the level of bicycle rider that would feel
comfortable on aroadway facility. The criteria aso provided data on roadways that are
not safe for bicycle commuter travel and should strongly discourage bicycle travel.
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Major Attractions and Destinations

The Vision 20/20 Bicycle Subcommittee began their review of community bicycle needs
by identifying the major attractions and destinations for bicyclists. The Springfield-
Greene County area has a number of large employers and community facilities that are
primary attractions in the community. The facilities deemed most important by the
subcommittee include: the Battlefield Mall, St. John’s Hospital, Cox Hospital, the
Government Plaza Area, Center City, Southwest Missouri State University, Drury
University, Ozarks Technical College, Evangdl University, community and neighborhood
shopping centers, parks, connections to the greenway system, and School system
facilities.

The Vision 20/20 Bicycle Subcommittee recommended that the implementation of the
bicycle route system first focus on the largest employers and that the routes connect those
areas with neighborhoods to the north, south, east, and west. Figure 20-14 showsthe
bicycle route system that has been implemented. The phases implemented so far focus
on providing facilities on streets with dlight or low risk for bicyclists. In some cases,
short segments with moderate risk are included to provide connections. These segments
successfully link Springfield neighborhoods on all sides of the community. They also
provide connections to the two major community hospitals, major universities, and a
number of schools, parks, and recreational facilities.

Elements of the Bicycle Route System

The Springfield and Green County bicycle system will consist of a combination of these
three types of routes:

Off-Street Bicycle Paths (Class I): Paths made of asphalt or other materials
on exclusive rights-of-way with minimal cross flow by motor vehicles. In
Springfield, these are usually the Greenway paths.

On-Street Bicycle Lanes (Class Il): Striped lanes on aroad.

On-Street Signed Routes (Class Ill): Streets shared with motor vehicles and
designated by signs.

The off-street paths of the Greenway system will primarily provide recreational riding
although they will also be suitable for utilitarian trips. The on-street system, consisting of
striped lanes and signed-only routes, will be primarily oriented to utilitarian trips.
Connections will be provided between the Greenway paths and the on-street system.

Whenever space allows, striped lanes will be used instead of merely erecting signs.
Striped lanes do a better job of alerting motorists of the possible presence of bicyclists, of
providing a safe riding environment, of promoting the route to bicyclists and of providing
some traffic calming effect. However, there is often inadequate space in existing streets
to stripe abicycle lane. It isaso essentia to keep the edge of the road well swept and
maintained for either bicycle lanes or signed routes.

Sidewalks are not appropriate for bicycling except by very young children and are, thus,
not part of this system.
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Actions:

Coordinate the needs for bicycle transportation and bicycle recreation in the
Springfield-Greene County area. The Greenway system should include separate
paths for bicyclists and pedestrians except where volumes warrant.

Provide seamless connection between exclusive bicycle paths, multi-use paths and
streets designated as bicycle routes.

The metropolitan area jurisdictions should implement a bicycle plan that addresses
how a bicyclist can safely cross freeways, railroads, major drainage corridors, and
other barriers. When additional streets are required to address connectivity, make
appropriate changes on the Major Thoroughfare Plan. When connectivity is best
provided by pedestrian and bicycle facilities, determine for the bikeways plan the
location and type of crossing to be provided.

Establish and implement a maintenance plan for bicycle routes. This plan should
schedule routes for continuous maintenance including sweeping, marking and
pavement maintenance.

Off-Street Paths

Bicycle paths are most often provided as recreational paths. Where usage is low to
moderate, bicycles are permitted on paths that also permit different uses such as walking,
running, and roller-blading. Where usage is high, a separate path is needed for commuter
bicyclists who often travel at speeds three to six times that of other users. In corridors
serving a high volume of bicyclists, bicycle paths are the preferred type of bikeway when
land is available for their development.

Vision 20/20 calls for a system of greenways, parkways and bicycle routes across and
around Springfield. Both of those elements would consist of linear public open space
with paths for bicycling and sometimes walking. The greenways are usually along creeks
and parkways and generally on the perimeter of the community. The on-street bike route
system provides connections between the off-street system and trailheads to residential
areas and other destinations.

Bicycle paths are normally two-way facilities or a pair of one-way paths. Bicycle paths
provide the best mobility where the path is between two major generators or between a
major generator and a service areafor that generator. They function best when isolated
from motor vehicles, such as along floodways, abandoned rail lines or in parks,
campuses, or other vehicle-free areas. Intersecting roadways and driveways create
hazards and delays on bicycle paths and should be minimized. Bicycle paths parallel to
major surface streets should be avoided because of the complicated operations created by
the bicycle path crossing each street and driveway near its intersection with the major
Street.
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Table 20-11: Guidelines for Bikeway Location and Design

Class | Bikeways (Bike Paths)

Location
Criteria:

1.Bikeways should serve destinations attractive to cyclists.

2

. A significant volume of bicycles should be anticipated.

3.

A separate right-of-way should be available or easily acquired (e.g. abandoned railroad line, utility easement,
streambed, public park).

Design
Criteria:

Minimum width should be 8 feet.

Surface should be smooth and preferable paved.

Maximum grade should be 5 percent.

Bikeways should be designated by “Bike Route” signs.

ahwiN e

Animals and motor vehicles (including mopeds) should be prohibited, except for service vehicles.

Class Il Bikeways (Bike Lanes)

Location
Criteria:

=

Bikeways should serve destinations attractive to cyclists.

N

. A significant volume of bicycles should be anticipated.

. Bike lanes should normally be along heavily traveled streets where there is a need to provide a separate lane

for bicycles because no suitable parallel streets are available.

. The roadway should have an adequate pavement width through all intersections to accommodate traffic

lanes and bike lanes.

Design
Criteria:

. Minimum width should be 4 feet with shoulder and 3 feet from gutter or 5 feet from face of curb for curb and

gutter streets.

N

. Bike lanes should be a smooth paved surface, free of bumps and dips.

w

. A solid white line should delineate Lanes, changing to a broken line approaching intersections where bike

lanes is shared with right-turning motorists.

»

Lanes should be one-way facilities carrying traffic in the same direction as motor traffic.

o

Drainage grates should be flush with the surface and of a design which will not allow bicycle tires to drop into
the grate.

[}

. Lanes should be marked by standard “Bike Route” signs mounted on posts.

~

. Bicycles should be considered in the timing of traffic signal cycles and in the placement of stop signs.

Class Ill Bikeways (Bike Routes)

Location
Criteria:

Bikeways should serve destinations attractive to cyclists.

A significant volume of bicycles should be anticipated.

Bike routes should normally be along secondary streets, which provide an alternative to parallel streets.

Alwin e

Bike routes may also be designated to provide continuity to other bicycle facilities or to direct cyclists around
safety hazards.

o

Bike routes should be reasonable direct in comparison with parallel arterial streets.

. Sidewalks should not normally be designated as bikeways except on long and narrow bridges and other

instances where sidewalks have the same characteristics as one-way bicycle paths.

Design
Criteria:

. On streets with moderate traffic volumes, a curb lane 14 feet wide can accommodate both bicycles and motor

vehicles.

N

On streets with low traffic volumes, a standard 12-foot curb lane is adequate for designation as a bike route.

w

. Streets designated as bike routes should have a smooth paved surface, free of bumps and dips.

»

Drainage grates should be flush with the surface and of a design that will not allow bicycle tires to drop into
the grate.

al

. Bike routes should be designated by standard “Bike Route” signs mounted on posts.

[}

. Bicycles should be considered in the timing of traffic signal cycles and in the placement of stop signs.

Class IV Bikeways ("Suggested" Routes)

Location
Criteria:

. “Suggested” routes should be identified where low to moderate volumes of bicycle traffic are anticipated.

N

. “Suggested” routes should normally be along secondary streets, which provide an alternative to parallel

arterial streets.

. “Suggested” routes may also be identified to provide continuity to other bicycle facilities or to direct cyclists

around safety hazards.

N

. “Suggested” routes should be reasonably direct in comparison with parallel arterial streets.

Design
Criteria:

=

. Streets identified as suggested routes should normally have standard 12-foot traffic lanes with curbs and

gutters. Narrower widths may be suitable on streets with low traffic volumes.

N

Streets identified as suggested routes should have a smooth paved surface, free of bumps and dips.

w

Drainage grates should be flush with the surface of a design that will not allow bicycle tires to drop into the
grate.

B

The locations of traffic signals and stop signs should be considered in the identification of suggested routes.

o

Suggested routes require no formal designation by signs or markings; they should simply be identified on
maps distributed for public information.
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Preservation of city and county land, before it develops, is necessary to create a future
system of parks, open space, and greenways. Utilizing existing public land and

redevel opment of the center city in order to assemble land for open space is also
necessary for the vision to be redlized. The over-arching concept of identifying and
acquiring land for public open space provides a framework for the vision of future parks,
open space and greenways.

According to AASHTO bicycle guidelines, under most conditions, the recommended all-
paved width for atwo-directional bicycle path isten-feet. Whenever possible, 12-foot
paths will be built for comfort and safety. Eight-feet is considered the minimum width
but should only be used when there is low bicycle use, little expected pedestrian use, and
no anticipated maintenance vehicle loading conditions causing damage to the pavement
edges.

The minimum width of a one-directional bicycle path isfive-feet. A minimum of atwo-
foot “shy” distance or clear zone should be maintained adjacent to both sides of a bicycle
path. The recommended width of two-way bike path structures (overpasses, underpasses,
long bridges) is 12-feet (eight-foot minimum width and two-foot shy distances on each
side).

On-Street Striped Lanes
There are three types of on-street striped bicycle lanes:

Next to the curb
Next to parked cars
Paved shoulders

Bicycle lanes should always be one-way facilities and carry traffic in the same direction
as motor vehicle traffic. Two-way bicycle lanes on one side of the roadway are not
acceptable because they promote riding against the flow of motor vehicle traffic. When
parking is permitted on streets with bicycle lanes, bicycle lanes should always be placed
between the parking lane and the motor vehicle lanes.

Bicycle lanes should be a five-feet wide (the gutter pan plus three-feet). If the bicycle
lane is located next to the parking lane, it should also be five-feet wide.

If the bicycle lane is a combined bicycle / parking lane, it should be a minimum of 12 feet
wide.

Paved, striped shoulders should not exceed eight-feet because they tend to look like auto
driving lanes and may inadvertently be used as such.

Actions:

Stripe bicycle lanes on designated bicycle routes whenever space alows and volume
warrants.
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On-Street Signed Routes
There are two types of on-street signed bicycle routes:

Wide curb lanes
Signed-only routes

Wide Curb Lanes

On arterias and collector streets with higher motor vehicle volumes, truck traffic and/or
bus traffic, the outside travel lane should be at least 14-feet wide so it can accommodate
bicyclists. The four generally accepted advantages of having awider outside travel lane
are:

To accommodate shared bicycles without reducing the roadway capacity for
motor vehicle traffic;

To reduce both the real and perceived operating conflicts between bicyclists and
motor vehicles;

To increase the roadway capacity by at least the number of bicyclists and motor
vehicles; and

To assist turning vehicles entering the roadway without encroaching into another
lane and better accommodating buses and other wide vehicles.

The City of Springfield and Greene County do not generally stripe awide curb lane asa
“bicycle route” unless the roadway is designated as part of the regional bicycle route
system (Figure 20-14). However, awider outside travel lane is often al that is needed to
adapt aroadway for bicycle travel. Where awider travel lane is needed on aroadway, in
order to bring it up to a suitable bicycle route designation, 14-feet of roadway and two-
feet of gutter is recommended.

The fact that all Farm Roads in Greene County are paved is excellent for bicyclists.
However, most do not have paved shoulders, which greatly diminishes their riding safety.
Bicycling would be greatly enhanced if shoulders were added even if they were asllittle
as three-feet wide.

Signed-Only Routes

Bicyclists can be safely accommodated on many streets in combination with auto traffic
if conditions are appropriate. That is, the volume and speed of motorized traffic must be
reasonably low and the intersections widely spaced. Local and collector residentia
streets often fit these criteria.

This plan has designated numerous such streets as Bicycle Routes. Along those streets,
signs will be erected to indicate to bicyclists that thisis a street suitable for bicycling and
to alert motorists to the possible presence of bicyclists.

The early 2000 system of signed on-street routes consisted of six east-west corridors and
three north-south corridors. Many roadways in Springfield-Greene County are not
suitable for bicycling at thistime. In some instances, there are less direct paralldl local
streets that can be designated as bike routes until the desirable roadways can be improved
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to provide a suitable route. The bicycle function should be included on roadway
improvement projects that are developed on the designated bike routes.

Recommendations:

The City of Springfield and Greene County should consider modifying their roadway
marking standards to provide additional width on the outside travel lanes on
roadways that are included on the Springfield-Greene County Bikeway Map.

The City, the County, and the Missouri Department of Transportation should
consider providing additional width on the outside travel lanes for bicycles when
designated bikeways are reconstructed. If thisis not feasible, address how a
reasonable alternative can be provided.

Greene County should begin along-term process of adding paved shoulders to those
Farm Roads on bicycle routes.

Signs should continue to be used to designate bicycle routes in the Springfield-
Greene County area. City, county and state traffic departments should adopt signage
consistent with the Manual on Uniform Traffic Control Devices (MUTCD) and work
together on creating continuous routes throughout the area based on this plan.

The City of Springfield, Greene County, and the State should consider modifying
their roadway design standards to accommaodate the following bicycle friendly
practices that can be employed in the construction of awide outside travel lane:

1. Retrofit existing storm water inlet drains to models that are “bicycle safe.”

2. The gutter also serves as a buffer to keep pedals from hitting the curb. Use a
design for new inlets that has the drop in the curb and no grate in the street.

Other Local and Collector Streets

Most bicycle travel in the United States now occurs on streets and highways without
bikeway designations. Low volume local and collector streets with suitable lane width
and no bikeway designation serve as the basic bicycle system. Therefore, it isimportant
that all local residential streets be interconnected. Narrow local streets promote traffic
calming and, thus, tend to be safer and more comfortable for bicyclists than wide streets.
The standards being applied currently in Springfield are appropriate for this purpose.

On a shared roadway, bicyclists and motorists are accommodated in the same travel lane.
Because of narrow widths or parked vehicles, motorists may find it necessary to overtake
bicyclists by switching into the oncoming travel lane. Bicyclists share the roadways with
motorists in Springfield-Greene County. However, the outside lane width of many major
streets and roads is not sufficient for safe bicycle travel.
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Recommendation:

Coordinate the implementation of the bicycle plan among the Springfield and Greene
County Planning Departments, the Springfield Public Works Department, the Greene
County Highway Department, the Springfield-Greene County Parks and Recreation
Department, Ozark Greenways and other MPO jurisdictions to ensure that the
portions of the bicycle system being developed by each organization are done so in
concert.
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Sidewalks

Sidewalks are designed for pedestrian speeds. Consequently, bicycles on sidewalks can
present dangerous conflicts with pedestrians and should not be allowed except for small
children. In addition, bicyclists on sidewalks are often not seen by motorists at
intersections, especially when the bicyclist isriding in the opposite direction as the autos.
Bicyclists can more safely interact with turning vehicles from atraffic lane than from
outside the street possibly travelling a different direction than motor vehicles.

Actions:

The city should maintain its current policy of prohibiting riding bicycles on
sidewalks in business districts and providing for bicycle travel on the streets (except
for children).

Metropolitan area jurisdictions should implement a systematic program for the
bicycle route system, providing continuous connections to the major employers and
attractions from all neighborhoods.

The metropolitan area jurisdictions should develop a bicycle network as set forth in
Figur e 20-14 that accommodates commuting.

Metropolitan area jurisdictions should modify their zoning ordinance to include
provisions for storage and security of bicycles associated with building development
in the same manner that parking provisions are now included.

Bicycle Route System
The following is a general description of the recommended primary bicycle routes:

Jordan Valley Park and Vicinity: There are currently several major generatorsin
the vicinity of Jordan Valley Park and more are planned. There isaneed to provide
bicycle facilities for transportation in the area in addition to recreational and multi-
use paths. Itislikely that use along Jordan Creek from Smith Park to the proposed
park near the intersection of Wilson's Creek and Farm Road 146 (Bennett Street) will
be sufficient to warrant a separate bicycle path. A pathin that corridor will provide
service to Southwest Missouri State University, Ozarks Technical College, the
government complex, downtown Springfield, and major entertainment venues.
Southwest Missouri State University hasincluded in their master plan aClass|
bikeway along the Holland Street corridor from Grand Street to Jordan Valley Park.

Norton Street and Valley Water Mill Road from Westgate Avenue to
Valley Water Mill Park: Each of the streets are classified as collector or secondary
arterial streets. With the improvements currently underway on Norton Street, that
roadway will be suitable from Kansas Expressway to Glenstone Avenue in another
three to four years. Norton Street provides direct connection to the zoo, fairgrounds,
and Payne Stewart Golf Course, and connections to the Sac River Greenway via the
Spring Creek Greenway, the Pea Ridge Creek Greenway, and Valley Water Mill
Park.
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Atlantic Street from Norton Street to Fremont Avenue corridor: A system
of collector streets provides access to residential areas, employers and services north
of the BNSF railroad.

Nichols Street and Central Street from Westgate Avenue to Fremont
Avenue: These collector streets provide access to the government complex and
three colleges and universities as well as residential areas.

Bennett Street from Westgate Avenue to Pierson Creek Arterial: This
collector street spans central Springfield from east to west with connections to the
greenway system at each end and both residential areas and connections to major
attractions throughout the route.

Walnut Lawn Street, Primrose Street and Galloway Street from South
Creek Greenway to Galloway Greenway: This set of secondary arterial streets
and collector streets spans Springfield from west to east one-half to three-quarters of
amile south of Battlefield Road. The route bisects the major commercia area of the
city. While parts of this route have moderate to heavy traffic volumes, the recently
constructed roadways are of adequate width for shared outside lanes. Reconstruction
of parts of Walnut Lawn Street is expected in the next few years. The Inman Road
and Galloway Street portions of the corridor are narrow farm roads which would also
need to be reconstructed before al of this corridor is suitable for bicycle route
designation.

Plainview Road from National Avenue to Golden Avenue: Thiswest to east
corridor provides the southern west to east connection across the urban area.
Plainview Road, which is maintained by Greene County, has recently been widened
to three lanes, which improves its suitability for bicycle route designation.

Westgate Avenue from Farm Road 106 to Farm Road 146 (Bennett
Street): This proposed secondary arterial roadway in some locations is a farm road
and in other locations does not exist. Asthe street is designed and built to secondary
arteria street standards, the recommended designation as a bicycle route should be
incorporated into the design.

Golden Avenue and Moore Avenue from Bennett Street to Plainview
Road: This secondary arteria roadway isin Springfield and Greene County. Most
of the road now is a narrow farm road design. Much of the road is programmed for
reconstruction for a three-lane curb and gutter street. Asthe street improvements are
designed and constructed, the recommended designation as a bicycle route should be
incorporated into the design.

Broadway Avenue, Fort Avenue, and Kansas Avenue from Norton Street
to Plainview Road: Broadway Avenue and Fort Avenue north of Grand Street are
currently suitable and designated as bicycle routes. Cox Avenue south of Republic
Street also has alow risk for bicycle use. The remaining streetsin this corridor are
predominately of narrow farm road construction. As plans are developed to upgrade
these roadways, the recommended designation as a bicycle route should be
incorporated into the roadway design.
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Fremont Avenue (and other streets) from Dale Street to Plainview Road:
Weller Avenue, Fremont Avenue, and other streets north of Cherokee Street are
suitable for designation for bicycle routes and are proposed for that designation this
year. South of Cherokee Street, portions of Fremont Avenue are till of the farm road
construction and portions that have been rebuilt have narrow outside lanes with high
traffic volumes. However, the corridor provides the only non-interchange north-
south crossing of James River Freeway within two miles and is more suitable than
parallel major arteria streets. Public Works and planning staff need to continue to
evaluate the best way to provide an acceptable bicycle route in this corridor.

Street Deficiencies: In the area bounded by Glenstone Avenue, Sunshine Street,
Kansas Expressway and Kearney Street there are many secondary arterial and
collector streets that are suitable for bicycle travel. Many of those have been
designated as bicycle routes. Outside of that area, many of the through streets are the
origina farm roads that existed prior to urbanization. It isdifficult to find suitable
roadways for continuous bicycle routes with low risk suitability. Further, the
freeway system forms a barrier for providing continuity between urbanized areas on
each side of it. Asfuture roadway improvement programs are developed, continuity
of safe bicycle travel should be one of the considerations in development of priorities
and in project design.

Greenway Linkages: The City and County should create linkages to the
Greenway paths from the on-street routes and also provide routes that run parallel to
or supplement the Greenway system. Parallel or supplementary routes may often be
needed because riders on utilitarian trips often travel faster than appropriate on
recreationa trails, those cyclists usually prefer use roads and they often have
destinations not easily accessible from the Greenway paths. The Greenways Plan
should be referenced as bicycle routes are added to ensure that connections are
provided

Design Considerations
Layout and Spacing for Bikeways

Bikeways should serve two purposes for the non-recreational user —to serve as major
routes across the city and area and to provide access to services. The bikeways then
function much like the arterial, collector, and local classifications of the Major
Thoroughfare Plan.

The major routes for moving across the area, or arterial bikeways, can be off-street paths,
on-street lanes or on-street signed routes, depending on volume and available facilities.
The arterial bikeways should be straight and continuous, designed for speeds of 15 mph
or greater, and easy to follow. Where off-street paths are not feasible, lanes or routes
should be created on minor arterial and/or collector streets.

The arterial bikeways should be supported by collector bikeways, which provide access
to mgjor destinations. The collector bikeways should run parallel to major arterial streets
with commercial services and provide access viathe rear of those commercial services.
There should be at least one, and sometimes two collector bikeways between each set of
major arterial streets. On-street signed routes will normally provide the collector
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function, but paths and lanes can be used where there is a high volume of bicycle use and
suitable facilities are available. The spacing for bikeways serving the collector function
should be ¥4 to one mile apart.

Local streets provide connection to the designated bikeway system and provide the loca
bikeway network. Local streets should be designed with the expectation that use will be
shared among motorists and bicyclists.

Recommendations:

Update major street design standards and subdivision requirements to accommodate
the bicycle definitions, classes, design and location guidelines listed above.

The Bicycle Plan should be reviewed periodically and updated as necessary.

Metropolitan area jurisdictions should consider redesigning roadways to
accommodate bicyclists.

Barriers

A number of barriers to a continuous bicycle system are encountered in the urban
environment. For bicycling to become a mode of transportation considered safe and
acceptable by alarge number of people, safe direct routes must be provided between
residential areas and destinations such as employment locations, commercial services,
and recreationa facilities. The barriersin our environment such as freeways and
expressways, railroads, and major drainage corridors must be overcome.

Freeways/Expressways: The congestion and number of turning movements creates
an environment in which most bicyclists are not comfortable. The speed and traffic
volume on the roadways where interchanges are present is not suitable for bicycle traffic.
Therefore, crossings need to be provided between each interchange to provide adequate
access across freeways/expressways. Local and collector street crossings are desirable
for movement of neighborhood traffic. Where street crossings are not available,
crossings for pedestrians and bicycles should be provided.

Railroads: Railroads also create substantial barriers across the community. Normally,
there are street crossings of the railroads at intervals of not more than one per two miles.
Each railroad crossing, whether grade-separated or at-grade, should be designed to
accommaodate bicycles, or an adequate parallel crossing provided.

Rivers and Major Drainage Corridors: Drainage corridors also interrupt the
continuity of travel corridors. Bicycle crossings can usualy be provided most effectively
on street bridges than on separate structures. Whenever a bridge is constructed or
modified, bicycle needs should be included as a part of the design.
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Regulatory and Warning Signs

Along the bikeway, regulatory and informational signs are required for safety and
convenience. These signs may display destinations, distances, cross streets, and hazards.
Sign and pavement marking design must be consistent with the Manual on Uniform
Traffic Control Devices (MUTCD). Because some bike lane marking materials tend to
be dippery, especialy when wet, carefully selecting marking materials is important.

Recommendation:

Bicycles should be considered in the selection and condition of traffic control
devices. Although most traffic control devices apply equally to motorists and to
bicyclists, bicyclists have distinctive needs in two initia areas:

1. Signal timing and detection; and
2. Bicyclerelated signing and marking.

Traffic Signal Timing

Under the same signal phasing arrangement, both a motorist and an average bicyclist
should be able to cross an intersection. Moreover, on multi-lane streets, setting of
clearance intervals should consider time required for bicycliststo cross. As necessary, an
all red clearance interval may be used.

Recommendation:

Traffic signal timing and detection needs to allow for bicyclesto safely cross
intersections with the flow of traffic.

Signal Actuation
The preferred options for bicycle loop detectors at traffic signals are as follows:

Video Detection: The newest detection technology which involves video cameras
that view each approaching roadway permits detection of any movement on the
street. The detection cameras can be programmed to detect bicyclesin the same
manner as motor vehicles. However, the video detection frequently costs more than
other methods. It should be considered as one of the alternatives at each intersection,
especialy where bicyclists are given a high priority.

Diagonal Quadrupole Loop: In shared roadway Situations, where the exact
location of the bicycle cannot be easily predicted, the diagonal quadrupole loop may
be considered, since it is bicycle sensitive over its entire width while being relatively
immune to false calls caused by motor vehiclesin adjacent lanes.

Quadrupole Loop: Inthebicycle path or bicycle lane situations, where the
location of the bicycle can easily be predicted, a quadruple detector works well. The
guadrupole loop is highly sensitive over the center wires, less sensitive over the outer
wires and relatively insensitive to motor vehicles in adjacent lanes.
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Standard Loop: Standard loops are the least desirable for sensing bicycles. These
loops are square or rectangular in shape and are most sensitive over the wires that
form the outer boundary of the loop. While some are sensitive enough to detect
bicycles directly over the wires, the bicyclist must know just where to stop and why it
isimportant to stop there. For this reason, standard loops are the least desirable and
should not be used in new or permanent installations.

In special cases, pedestrian activated buttons may be mounted near the curb for bicycle
use. For example, this approach may be useful where a bicycle path crosses a highway.
However, in most roadway situations, the need for bicyclists to position themselves at
intersections according to their destinations (e.g., in left-turn lanes or to the left- or a
right-turn only lane) makes such push buttons the least desirable option.

Recommendations:

Metropolitan areajurisdictions should have detectors for traffic-actuated signal s that
are sensitive to bicycles and the detectors should be located in the bicyclist's expected
path, including left turn lanes.

Where programmed visibility signal heads (traffic lights) are used, they should be
checked to ensure that they are visible to bicyclists who may be positioned near the
right edge of the roadway.

Signing and Marking

Installing pavement markings encourages the use of bicycle facilities. Pavement
markings facilitate the flow of traffic and indicate the use of bicycles. Simultaneoudly, it
legitimizes the presence of bicyclesin the view of potentia bicyclists and motorists. The
Vision 20/20 Bicycle Committee supported designating entire roadway's as bicycle routes
rather than frequent use of marked bicycle commuter travel lanes. The committee did
support general pavement markings that alert motorists of the possibility of bicyclists.

Although it is not discussed specifically in the Manua on Uniform Traffic Control
Devices (MUTCD), the use of "bike route" signsin conjunction with destination
information or a map can contribute to the development of a network of designated
bicycle routes for basic bicyclists and children. The Vision 20/20 Bicycle Committee
supported signage for bicycle routes and strongly recommended that a route sign be
developed that is unique to the Springfield-Greene County community. This has been
done for the City of Springfield.

Recommendation:

Metropolitan area jurisdictions should implement bicycle traffic control devices that
adhere to five basic requirements, in order for them to perform their intended
function. They must:

Fulfill aneed;

Command attention;

Convey aclear, simple meaning;
Command respect of road users; and
Give adequate time for proper response.

grLDdDPE
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Route Designation

Bicyclists are encouraged to use different routing than the vast mgjority of motorists.
Directional signing should be utilized to verify to bicyclists that the special routing leads
to their destination. Bike route signs, bike path signs and bike lane signs are all discussed
in detail in the MUTCD or the Traffic Control Devices Handbook.

When designing a bike route, the MUTCD recommends the location and spacing of
signs. For bike route signs to be useful, supplemental signs may be placed beneath them
when situated along routes leading to high demand destinations (e.g., "To Downtown").

Bicycle route continuity is critical. Therefore, directional changes should be signed with
proper arrow subplagues. In addition, signing should not end at a dead end or barrier.
Information steering the bicyclist around the barrier should be provided. An appropriate
number of route markers and directional signs should be installed to inform the bicyclist
of hislocation and course without the clutter and loss of effectiveness resulting from
excessive signing.

Recommendation:

Metropolitan area bicyclists should be provided with maps that outline the bicycle
route system. The bicyclists should be encouraged to select marked or unmarked
routes that incorporate suitable routes, as indicated on the Bicycle Suitability Map
(Figure 20-13).

Pavement Surface Characteristics and Hazards

With their narrow frame, high-pressure tires, and lack of suspension-bicycles demand a
smooth riding surface. Pavement surface irregularities can do more than cause an
unpleasant ride - they have the potential to cause accidents. Drop-offs at overlays
paralld to the direction of travel or holes between pavement slabs can lead to loss of
control. Depressions and bumps can induce bicyclists to swerve into the course of motor
vehicle traffic. Whenever possible, pavement surfaces should be level and the edge of
the pavement should be consistent in width. 1t may be imperative to fill joints, adjust
utility covers or, in severe circumstances, overlay the pavement to make it suitable for

bicycling.

In restrictive urban conditions, wide curb lanes and bicycle lanes are typically favored.
The widened shoulder will be more desirable in rural circumstances. Smooth paved
shoulder surfaces ought to be rendered and sustained where it is expected that bicyclists
ride on shoulders. In defining the shoulder from the motor vehicle lanes, pavement edge
lines augment surface texture. Rumble strips can be a drawback to bicycling on
shoulders. Their advantages should be weighed against the possibility that bicyclists will
travel in the motor vehicle lanesto avoid rumble strips.

Shoulder width should be a minimum of four feet when proposed to accommodate
bicycle travel. Bikeways should not be assigned where roads with shoulders less than
four feet wide. Extrawidth is desirable where motor vehicle speeds exceed 35 mph, the
percentage of trucks, buses, and recreational vehiclesis high, or stationary obstructions
remain at the right side.
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The superior way to accommodate bicyclistsin rural areasis adding or enhancing
shoulders. This can aso benefit motor vehicle traffic. If funding islimited, then adding
or improving shoulders on uphill segments first will grant dow moving bicyclists needed
steering space and reduce conflicts with faster moving motor vehicle traffic.

Motorists will not likely need to change lanes to pass a bicyclist where awide outside
laneis present. Wide outside lanes can also provide more steering room when drivers are
exiting from driveways or in areas with restricted sight distance. In most circumstances,
a 14-foot usable width is suggested. Usable width is considered from the edge line to a
lane stripe or from inside edge of gutter to alane stripe. However, alterations need to be
formulated for parking, drainage grates, and longitudinal ridges between pavement and
gutter sections. In urban areas, widths greater than 14-feet may stimulate the unsuitable
operation of two motor vehiclesin one lane. Therefore, some consideration should be
given to striping as a bicycle lane when outside lane width greater than 14-feet are
available.

Recommendations:

Shoulder s on Bicycle Routes: Implement regulations that protect the outside travel
lane where bicycle traffic normally operates. The lane should be completed free of
longitudinal seams, bumps, holes, joints or drop-offs. These areas should be kept
clean of debrisaswell. Examples of protective measures include rumble strips.

Wide Curb Lanesfor Bicycle Routes: Provide wide curb lanes of 14-feet or more
for commuter bicycle travel in Springfield-Greene County, especially along those
facilities that are designated as part of the bicycle route system.

Railroad Crossings

Railroad-highway grade crossings should be perpendicular to therails. Itisaso
important that the roadway approach be at the same elevation astherails. Consideration
must be given to the materials of the crossing surface and to the flangeway (space
between the running rail and a guard rail which provides clearance for the passage of
wheel flanges) depth and width. Concrete, rubber matting or compressible crossing pads
are the preferred types of surface materials. If the crossing angle is less than 45 degrees,
an additional paved shoulder of adequate width to permit the bicyclist to cross the track at
asafer angle, preferably perpendicular, should be provided.

Recommendation:

Metropolitan area jurisdictions should apply proper design and safety standards
whenever a bicycle path or bicycle route must cross railroad lines.

Drainage Grates and Gutter Devices

Drainage grates with bars running parallel to the direction of travel can result in bicycle
tires falling between the bars and throwing the bicyclist. Because of the serious
consequences for bicyclists, these grates should be replaced as soon as reasonably
possible. These grates should be replaced with bicycle safe and hydraulically efficient
ones. Additional hazards include curb ramps, utility poles, raised pavement markers,
manhole covers and curb drop-offs.
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If apotentially dangerous grate exists that cannot be immediately replaced, the MUTCD
suggests warning stripes around the grate.

Recommendations:

Only bicycle compatible drainage grates should be used along a bicycle path or
bicycleroute. If existing grates along these routes are incompatible, provisions
should be made to make the grates safe until such time as they can be replaced.

Develop a standard for inletsin which inlets are recessed in the curb and surface
design for curbs and adjacent driving surface provides safe travel for bicyclists.

Manhole Covers
Manhole covers should be level with the pavement.
Recommendation:

Manhole covers along bicycle facilities should be installed at the surface level. Any
manhole covers along bicycle facilities that have a raised surface should be corrected
or the bicyclist should be provided with warning information prior to the impediment.

Pavement Patching

Level pavement should be maintained on the roadway surface for the safety of motorists
and bicyclists.

Recommendation:

Roadway pavement patching projects along bicycle facilities should be smoothed to
the surface level to avoid unsafe conditions.

Bridges and Other Structures

Bridges, overpasses, and culverts on streets and highways frequently serve as critical
connections for bicycle paths, routes, or lanes. Access by emergency, patrol, and
maintenance vehicles should be considered in establishing the design clearances of
structures on bike lanes, routes, and paths. Vertical clearance may be dictated by
occasional motor vehicles using the bicycle facility. Widening bridges for
accommaodation of bicyclists and pedestrians are expensive and normally not undertaken
except as major roadway construction projects. It isimportant that policy and design
standards be adopted that require all new bridges, bridge replacements and major bridge
improvements make provisions for non-motorized travel.

For any new structures, the minimum clear width must be the same as the approach paved
bicycle path or route. The agreeable clear width ought to be the minimum two-foot wide
clear areas. Sustaining the clear areas across the structures has two benefits. First, it
supplies aminimum horizontal reserved distance from the railing or barrier. Second, it
supplies required maneuvering space to avert confrontations with pedestrians and other
bicyclists who are stopped on the bridge. Entry by emergency, patrol and maintenance
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vehicles should be contemplated in initiating the design clearances of structures on
bicycle paths. A vertical clearance of ten-feet is desirable for sufficient vertical * shy”
distance when feasible.

Barriers, fences, and railings on both sides of a bicycle path structure must be a minimum
of 4.5-feet high. It is suggested that smooth rub rails be joined to barriers at handlebar
height of 3.5-feet.

Recommendations:

Bridges can be designed for both bicycle traffic and pedestrian traffic. Exceptional
attention must be taken to ensure bicycle safe expansion joints are utilized. In some
cases, it might be necessary to retrofit a bicycle path onto an existing highway bridge.
There are currently several alternatives worth serious consideration in contention of
what the geometric of the bridge will yield, such as:

1. Extend the bicycle path across the bridge on one side.
2. Provide either bicycle lanes or wide curb lanes over the bridge.
3. Useexigting sidewalks as one-way or two-way facilities.

If abridgeis on aroute determined to be essential for bicycle and pedestrian
transportation and cannot be improved to a reasonable standard, convenient
alternative access should be provided, such as:

1. Routing bicyclists and/or pedestrians to an aternative, accessible and direct
route;

2. Developing a second, bicycle/ pedestrian bridge; or

3. Using an existing route as an aternative or developing a short-cut transportation
route such as a bicycle/pedestrian underpass.

Parking

Anintegral component in an overall attempt to encourage bicycling is providing bicycle
parking facilities. A common reason why people do not bicycle is the lack of adequate
bicycle parking facilities.

Bicyclists can benefit significantly from expanded and improved bicycle parking. In
many communities, secure bicycle parking is recognized as one of the first and most
important facility improvements necessary to enhance the viability of bicycle
transportation. The implementation of bicycle parking improvements is the responsibility
of not only government, but business, schools, and commercial establishments. Local
governments can adopt regulations for the provision of bicycle parking, just as
requirements for motor vehicle parking are adopted. Bicycle parking facilities should be
considered at trip destinations and should offer protection from theft and damage. Secure
parking is especialy critical for commuters leaving their bicycles for long periods of
time.

Many of the bicycle parking devices fall into two classifications of user needs: long-term
or commuter parking, and short-term or convenience parking. The minimal needs for
each differ in their protection and placement. Commuter parking should be required at
locations such as transit or subway stations, employment centers, and multi-family
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dwellings. Facilities should be provided which alow both wheels, the frame, and
accessories to be fastened. The facility should aso provide protection from the weather.
Examples of protected commuter parking facilities are attended storage areas or bicycle
lockers. Libraries, shopping centers, recreation areas, and post offices are locations
where convenient parking should be required. Facilities can be self-policing if they are
accessible, near building entrances and in highly visible areas. The design of the facility
should consider possible damage to the bicycles (bent rims are common with racks that
only brace one whedl). Bicyclists will use railings, trees, and other fixtures if an
improper bicycle parking design and location exist. This activity can produce an
impediment for pedestrians and harm the structure.

Before planning and providing bicycle parking facilities, a number of factors ought to be
given proper consideration. To ensure that bicycles will not be ruined, care must be
taken in choosing bicycle parking locations. However, parking facilities must not disrupt
pedestrian flow. Facilities aso should be devised so that other parked bicycles will not
be bothered by persons parking their bicycles. For each area, the measure of security
required to prevent theft needs to be surveyed.

Recommendation:

Develop and implement bicycle parking standards by inserting standards into the land
development code, for major employers, major attractions, commercial operations,
and public facilities that include:

Good support of the bicycle.

Capacity to lock bicycle frame and both wheels.
Ease of use.

Durability.

Visibility.

Convenience to destination

Compatibility to site conditions.

NogakrwdpE

Lighting

Along paths and at intersections, fixed-source lighting lessens conflicts. Also, lighting
permits the bicyclist to view the bicycle path direction, obstacles, and surface conditions.
For bicycle paths serving commuters or college students, and at highway intersections,
lighting for bicycle pathsis crucial and must be contemplated where riding at night is
anticipated. Through underpasses or tunnels, and when nighttime security could be a
dilemma, lighting should a so be contemplated. Heightened illumination levels might be
considered where unusual security problems remain. Light standards (poles) must meet
the suggested horizontal and vertical clearances.

Recommendation:

Provide for lighting requirements along bicycle facilities with standards and
luminaries at a scale for bicyclists and pedestrians.
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Multi-Use

Multi-use paths are inappropriate for high traffic volumes. Bicycles and pedestrians do
not blend properly. When possible, separate pedestrian and bicycle paths should be
provided. If not, additional width, striping and signing should be utilized to reduce
conflicts.

In residentia areas, young bicyclists riding on sidewalks can be anticipated. Possible
conflicts are dightly lessened, but exist, with reduced bicycle speeds and reduced motor
vehicle speeds. This example of sidewalk bicycle use is often alowed.

It isinappropriate to combine bicycles and mopeds on the same facility. The AASHTO
multi-use path guidelines would be insufficient for moped use. Moreover, mopeds
reduce the quiet, relaxing experience most bicyclists desire on bicycle paths.

Another unsuitable and potentially dangerous mix isusing a path for bicycles and horses.
If horses perceive bicyclists as a danger, they may startle easily and may kick out
suddenly. Also, surface requirements for a bicycle path and a bridle path are
irreconcilable. Bicycles perform best on hard surfaces while horses perform best on soft
surfaces. A compromise to indulge both would result in aless that sufficient surface for
both.

Recommendation:

Permit use of paths developed in the Springfield-Greene County area by each kind of
user that can operate safely together with respect to traffic volume and path design.

Liability

Proper maintenance of surfaces, signage, and striping, along with regular removal of
debris and obstructions would keep liability issuesto aminimum. The design phase
should also address liability concerns.

Signage and pavement marking are usually insufficient. Warnings can be posted if
repairs cannot be made immediately. Alerting bicyclists and pedestrians to potential risk
isan major element of arisk reduction program. A program of signage and pavement
marking can reduce the risk. An agency's potential loss is minimized when signs and
markings are provided and maintained.

Recommendation:
Provide safeguards for the Springfield-Greene County bicycle paths, routes, and

lanes that minimize liability through warnings, procedures for calling-in hazards, and
having a quick-response maintenance system.
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Maintenance and Risk Management

The Springfield-Greene County bicycle route system should be well maintained, provide
warnings of upcoming hazards, and provide timely response to citizens reporting repair
needs. Metropolitan area jurisdictions should provide ordinary care on the route system
in their maintenance plans. The bicycle route system is a part of the right-of-way. The
jurisdictions must follow a maintenance and risk management program.

This program should be based on the following general principles:

1. Establish an effective team that designs, constructs, maintains, and operates facilities
in a safe and prudent manner;

2. Create an effective planning and early warning system so that the jurisdiction can
detect potential risks;

3. Provide an immediate response to the risks identified — signing and warning for those
conditions you cannot immediately change, and funding for spot improvements for
those that you can change; and

4. Listentothe public.

Recommendation:

Metropolitan area jurisdictions should develop arisk management procedure for the
area-wide bicycle system as part of a comprehensive effort to ensure that the bicycle
route system is both accessible and safe to use.

Transportation System Management

The Springfield-Greene County bicycle route system is a significant piece of the area's
transportation system. The use of bicycles, along with increased transit ridership, and a
more efficient roadway system are key considerations in transportation system
management. In fact, City Utilities transit has helped enhance the Springfield- Greene
County multi-modal transportation system by adding bicycle racks to the entire fixed-
route fleet.

A continued community-wide focus on energy conservation and air quality necessitate
that alternatives to continuously adding to roadway capacity be explored. Therefore,
potential expansion of the bicycle route system should be considered when any new
roadway project is planned in Springfield-Greene County.

Recommendation:
Metropolitan area jurisdictions should coordinate transportation system management

policies that can add both efficiency and capacity to the area s future transportation
system.
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Public Education and Implementation

The metropolitan area needs to plan for the physical improvements necessary to facilitate
asafe and friendly bicycle community. Public programs and policies on the proper use of
these facilities isimportant to effectively implement the recommendationsin the Bicycle
Plan. The metropolitan area jurisdictions should continue to consider support bicycle and
pedestrian issues through staff support. This staff support should ensure the
accommodation of bicycles as part of the community’s transportation infrastructure.

A dedicated staff position would provide the review capability needed to ensure that new
developments are bicycle and pedestrian friendly. This position would aso function asa
public resource and outreach contact for schools and the general public, improving
education and public awareness of the issues.

Possible responsibilities of this position might include:

Development of a bicycle education program in local schools and universities;
Coordination with area colleges to encourage bicycle use, safety programs, and
bicycle support facilities;

Develop printed materials concerning bicycle facilities and resources;

Develop and maintain updated metropolitan area standards for bicycle
transportation;

Review development plans to ensure bicycle compatibility;

Work with employers to implement bicycle commuter programs,

Review plans for new and upgraded streets to ensure bicycling needs are properly
considered;

Pursue internal and external funding opportunities to carry-out the Bicycle Plan
and the Pedestrian Plan; and,

Instruct and promote “effective cycling” within the community.

Recommendation:

Metropolitan area jurisdictions should explore the feasibility of supporting a
Bicycle/Pedestrian Coordinator function that needs to be incorporated into the entire
transportation planning process.

Funding Sources

Funding Sources Currently Used for Bicycle Facilities in Springfield-
Greene County

City of Springfield General Fund

Greene County Highway Department Funds

Surface Transportation Program Enhancement Funds (i.e. greenways only to date)
Land and Water — Department of Natural Resources

June 2001 20-108 Vision 20/20



Springfield Transportation Plan: Bicycle System

Funding Sources Available to Springfield-Greene County but Not Currently
Used for Bicycle Facilities

Surface Transportation Program Funds (STP)
Surface Transportation Program Safety Set-Aside
Federal Highway Administration TEA-21Enhancement Funds (i.e. used on
greenways but not for bicycle routes, to date)
Transportation Development District
Transportation Sales Tax

Capital Improvement Sales Tax

Impact Fees

Developer’s Agreements

Bicycle Registration Fee/License

County Road/Bridge Tax

Recommendation:
Investigate all existing and innovative financing techniques available to aid in the

implementation of the bicycle route plan and its coordination with the Springfield-
Greene County greenway system.

References:

American Association of State Highway and Transportation Officials. Guide for
Development of New Bicycle Facilities, 1981.

California Department of Transportation. Planning and Design Criteria for Bikewaysin
California, 1978.
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Pedestrian System

Introduction

One of the goals established through the Vision 20/20 comprehensive planning processis
to develop an on- and off-street, safe, high-quality, continuous, barrier-free pedestrian
system that functions as an integral part of metropolitan area transportation system.
Communities throughout the country are devel oping methods of improving pedestrian
access and movement. Some possible approaches to improving the pedestrian system in
the Springfield metropolitan area are illustrated in the Appendix to this plan.

The on-street pedestrian system usually consists of sidewalks or multi-modal paths
adjacent to the motorized vehicle street system. The off-street pedestrian system is
usually a series of paths that accommodate both pedestrians and bicyclists. The various
recommendations and locations for the greenway system are included in the Parks, Open
Space and Greenway Element of the Springfield-Greene County Comprehensive Plan.
The focus of the pedestrian system within the Transportation Element will be on
sidewalks. Every effort should be made, however, to integrate both the greenways
system and the sidewalk system in the Springfield metropolitan area.

Definitions

Pedestrian Facilities— Walkways, sidewalks, paths, shoulders, traffic signals,
crosswalks, and other amenities such as illumination and benches.

Sdewalks — Pedestrian facilities |ocated aong roadways, separated by a curb and/or
planting strip, with a hard, smooth surface.

Paths — Pedestrian facilities that are used by walkers, cyclists, skaters, and joggers (multi-
use paths). Paths may be unpaved, constructed with packed gravel, asphalt grindings, etc.
if they are smooth enough to meet the Americans with Disabilities Act (ADA)
requirements.

Shoulders — Area on aroadway from the travel lane to the curb that may, in certain rura

areas, serve as a pedestrian facility if the right-of-way is sufficient to provide for safe
travel.

Goal and Objectives

Goal: Provide for the movement of pedestrians through the construction of walkways
from residential areas to activity areas such as schools, employment centers, shopping
facilities, and other area attractions.

Objectives:

Provide Sidewalks along all newly developed arterial, collectors, and local streetsin
areas with population densities that are conducive to pedestrian travel.
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Develop state and local programs to construct sidewalks where they have not already
been provided.

Provide sidewalks along state highways in urbanized areas.

Establish priority areas for construction of curb depressions, sidewak improvements
to substandard segments, and pedestrian ramps to promote ease of movement by the
disabled protected under the Americans with Disabilities Act (ADA).

Encourage the development of land-use patterns that accommodate pedestrian travel.
Provide for safe pedestrian accessibility between neighborhoods and activity aress.

Provide enhancements in retail areas for better pedestrian connections between
establishments, thereby minimizing vehicular trips.

Provide safe pedestrian accessibility to all public facilities.

Encourage new business proprietors to provide pedestrian connections from the front
door through the parking areas, also providing connections to adjacent activity areas.

The City of Springfield and the Missouri Department of Transportation (MODOT)
should work with City Utilities Transit to provide pedestrian and ADA (Americans
with Disabilities Act) improvements to transit stops throughout the service area.

The Missouri Department of Transportation should look at the feasibility of using
their retained federal enhancement funding to facilitate pedestrian improvements
throughout the Springfield metropolitan area.

Current Policies and Conditions
City and County Subdivision Requirements

Since 1978, the subdivision ordinance of the City of Springfield has required that
sidewalks be constructed on both sides of most arterial, collector, and local streets.
Within the City limits residential developers do not need to provide sidewalksif the
development is less than three units to the acre. Between three and five units per acre a
developer only needs to provide a sidewalk on one side of theroad. A residential
development needs to have more than five units an acre before it is required to provide
sidewalks on both sides of its streets. Other sidewalk requirements are driven by the
classification of the roadway.

Greene County’ s subdivision ordinance requires sidewalks on one side of an arterial,
collector, or major land access streets in residential areas, but not on minor land access
streets. Sidewalks may be required in other casesto facilitate travel to a school or a
school bus pick-up point.

The Community Physical Image and Character Element, which was adopted by the
Springfield City Council in 1998, contains an action which calls for “sidewaks with a
minimum width of 5 feet along both sides of residential streets’. The AASHTO
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(American Association of State Highway and Transportation Officials) policy on
geometric design of highways and streets recommends that sidewalks in residential areas
vary from 4 to 8 feet. It goes on to state that where sidewalks are placed adjacent to the
curb, the widths should be approximately 2 feet wider than those widths used when a
planted strip separates the walk and curb. However, it is recommended that a planting
strip be placed between the curb and the sidewalk.

Recommendations:

Consider amending the City of Springfield's subdivision ordinance to require five-
foot sidewalks on both sides of al streets except in residential areas: (@) where the
design density is less than three dwelling units per acre, or (b) on cul-de-sacs serving
six dwelling units or less.

The County should consider amending its subdivision ordinance to require five-foot
sidewalks on both sides of al streetsin residential developments in the Urban Service
Areaexcept: (a) where the design density is less than three units per acre, or (b) on
cul-de-sacs serving six dwelling units or less. Within the Urban Service Area (the
portion of the county expected to be urbanized in the future), sidewalk requirements
should be the same as for the city.

State Highways

The Vision 20/20 Transportation Focus Group stressed the importance of sidewalks along
the entire street network, whether the sidewalks are city, county, or state-maintained. In
1987 the Missouri Department of Transportation had only five miles of sidewalks on
portions of Kearney Street, Sunshine Street and Glenstone Avenue in Springfield. Most
of the other state-maintained roads such as Campbell Avenue and Kansas Expressway
had few, if any sidewalks.

State highways are often equipped with drainage ditches instead of curbs and gutters. In
these circumstances, adjacent jurisdictions often do not require sidewalks when abutting
properties are subdivided. But, in some cases there is adequate right-of-way available to
accommodate sidewalks in open-ditch sections aswell asin curb and gutter sections. In
such cases, developers of abutting properties should be required to construct sidewalks
during the platting process. Sidewalks may be located within the highway right-of-way,
with the installation and maintenance responsibilities to be worked out on a case-by-case
basis.

Recommendations:
The City of Springfield and Greene County’ s subdivision regulations should be
amended so that sidewalks are required along open-ditch sections where adequate

right-of-way is available.

MoDOT’s design policies should be revised to reflect the need to accommodate
pedestrians along parts of its system, especialy in urban areas.
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Sidewalk and Pedestrian Plan
Existing Sidewalk Map

A map of the existing sidewalks in the MPO planning area for collector level roadways
and higher, is shown in Figure 20-15. This map was developed from site surveys
conducted by MPO staff in 1997. Aerial photos and field surveys were used to develop
thisinventory.

Figure 20-15 a so shows the existing and planned greenway system for Springfield-
Greene County. The greenway facilities provide off-system pedestrian pathways from
neighborhoods to attractions. The greenways provide a system of safe pedestrian
pathways that provide connections to the sidewalk system.

Americans with Disabilities Act (ADA) Issues

The Vision 20/20 Transportation Focus Group stressed the importance of providing
continuous sidewalks throughout the community. Although state law now requires that
curb depressions be installed in all new sidewalks and at intersections undergoing
reconstruction, many of the sidewalks in the central area of Springfield are old,
dilapidated, and are not equipped with curb depressions. It would be desirable to have a
systematic method of correcting the situation.

When installing new curb depressions, there should be a method of insuring that
matching provisions are made on the other side of the roadway and through intermediate
isands. In addition, curb depressions should be constructed to safely direct pedestrians
through intersections, as outlined in the ADA standards. The surface finish of a curb
ramp should differ from that of the roadway or crosswalk so that visually impaired people
can detect the difference. This tactile warning texture should be dlip resistant and extend
the full width and depth of the curb depressions, including any flares.

Several criteria should be used in establishing priorities for installing curb depression
areas.

Commercia activity within the area,
Density of pedestrian activity, and
Concentration of elderly and handicapped residents.

Recommendations:

Using the above criteria, staff from the City of Springfield, Greene County, MoDot,
and other area jurisdictions in cooperation with representatives of the effected
neighborhoods, should identify areas that lack continuity of accessibility. Those
involved should also develop a plan that establishes priorities for construction of curb
depressions. Recommendations should be part of an ADA Improvement Plan that
outlines sidewalk continuity improvements.

Each jurisdiction should have a program for assessing the need for and condition of
sidewalks on routes within their jurisdiction and maintaining those sidewalksin a
safe and functional condition.
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Springfield Transportation Plan: Pedestrian System

Sidewalk Connections
Sidewalk Continuity

Many of the existing sidewalks in the Springfield-Greene County area are substandard,
discontinuous and are not ADA accessible. Sidewalk improvements that have been made
in the Springfield metropolitan area have primarily been around Springfield R-12
elementary schools that have been given a high priority by parent teacher associations.
There have also been a number of sidewalk improvements made in the Community
Development Block Grant eligible aress.

In the north and the central portions of the city, many of the neighborhoods have a
sidewalk on at least one side of the roadway. However, underground roots and time have
left many of these sidewalk segmentsin poor condition. Sidewalk segments are
intermittent in unincorporated Greene County and many that do exist are not ADA
accessible.

A primary recommendation from the Vision 20/20 process is to ensure continuity in the
existing sidewalk system. Prior to 1978, Springfield’s subdivision ordinance contained
no provisions for sidewalks, and as a result large portions of the city developed without
any sidewalks. Again, where land adjoining an existing street has not already been
subdivided, sidewalks should normally be required in the platting process. However, if
no subdivision takes place or if atract is already developed without sidewalks, pedestrian
facilities will usually have to be provided at public expense.

In developing alocal program to install sidewalks, priority should be given to
construction of segments needed to achieve continuity on the sidewalk system or to
provide additional safe school routes. Such segments have been and should continue to
be identified through a systematic analysis of the sidewalk system with the assistance of
the Parent-Teacher Associations of each school. Since difficulty in crossing major streets
tends to discourage walking and because solutions are often expensive, the program
should a so address the need for additional pedestrian underpasses, overpasses, or
signalized crosswalks.

As plansfor freeways, principal arterial highways, railroad relocations, and other barriers
to local travel in the Springfield metropolitan area are developed, consideration should be
given to pedestrian connections between neighborhoods and major generators. In the
central part of the city, safe pedestrian facilities should be provided across barriers at
approximate intervals of one-half mile. In areas with suburban density, the spacing for
pedestrian facilities should be approximately at one-mile intervals. A safe pedestrian
crossing would include collector street crossings, multi-purpose path crossings, or
pedestrian crossings, either as a grade separation or at a simple at-grade intersection.
Mixing pedestrian traffic in freeway interchange intersections should be prohibited.

Recommendations:
MPO staff should work with area jurisdictions to identify sidewalk segments and

other pedestrian facilities that need to be constructed in order to ensure network
continuity.
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MPO staff should work with area jurisdictions to explore various funding sourcesin
order to finance the construction of these sidewalk segments.

Critical Sidewalk Improvements

Major activity areas, as identified by Vision 2020, should provide pedestrian connections
to adjacent neighborhoods that are within walking distance. Existing sidewalk
connections should be upgraded in areas where they are substandard.

Some of the high-priority sidewalk connection improvements are:

Sidewalk connections along streets serving bus stops within 3/8 mile of bus
stops;

Pedestrian enhancements in the Primrose/Glenstone area to provide better
walking connections between retail establishments, thereby minimizing vehicular
trips;

Pedestrian and sidewalk connections between the Jordan Valley Park, Southwest
Missouri State University, Ozark Technical College, Government Plaza, and
Drury College;

Sidewalks near Springfield R-12 elementary schools, which do not currently
have sidewalk connections to adjacent neighborhoods; and

Sidewalk connections to City-County parks and the greenway system from
adjacent neighborhoods.

The recommended pedestrian improvements that are the highest priority are shown on
Figure 20-16. These are priority improvements that should be considered during the City
and County subdivision approval process or capital improvements programming. The
connections are safety issues in areas that are currently hazardous to pedestrians or
provide critical pedestrian connections. Other generalized pedestrian improvement
guidelines are included in the last section of this chapter, Funding Considerations and
Recommendations. Guidelines and implementation strategies are listed in that section.

School Sidewalk Priorities

Sidewalk connections between elementary schools and adjacent neighborhoods are and
should continue to be a high priority. The Springfield R-12 Parent-Teacher Associations
should continue to provide recommendations to the City, County, and MoDot for
sidewalk improvements. Sidewalks around middle and high schools should also be
improved but have alower priority than sidewaks around elementary schools. Other
school districts should also consider sidewalk connections between schools and adjacent
neighborhoods, with emphasis on connections to the e ementary schools.

Middle and high schools need to have appropriate sidewalks. Many middle school and
high school students walk to school, often crossing busy arterial roadways. Proper
continuous and safe pedestrian facilities should be provided to these schools. Pedestrian
connections to adjacent attractions need to be accessible and safe.
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Recommendations:

Local jurisdictions should work with school districts to help develop a sidewalk
accessibility and priority plan for elementary, middle, and high schools.

Parent-Teacher Associations should continue to work with area jurisdictions on
sidewalk improvement recommendations for area elementary schools.

Land Use Compatibility

The Vision 20/20 goal for the Springfield-Greene County areais to have an efficient and
safe pedestrian system that allows people to walk rather than drive. This extensive
pedestrian system would include sidewalk continuity between major devel opments and
connections with surrounding neighborhoods. A large number of automabile tripsin the
urban area are less than amile in length - a distance that could easily be covered on foot
in many Situations improving energy conservation and reducing traffic.

Allowing mixed land uses (residential, commercial, office, etc) can encourage pedestrian
travel on the same site or in proximity to one another. Mixed-use devel opments must be
carefully designed to allow complimentary uses that enhance the community. In
reviewing such proposals, consideration should be given to the adequacy of internal
pedestrian facilities connecting the various uses.

Many major shopping centers have poor pedestrian access to adjoining residential areas.
Often the commercial facilities are isolated from neighboring areas by large parking lots,
which make no provision for pedestrians. Where commercial areas are situated near
residential districts that could generate significant pedestrian activity, sidewalk
connections should be encouraged during the platting process, not only along public
streets but also along internal private streets where appropriate.
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Recommendation:

Most of the mechanisms to implement this objective are already in place. The
Planned Development and the Plot Assignment District encourage mixed land uses
and allow for flexibility in designing internal pedestrian systems. However the City
and County subdivision regulations should be revised to:

Require sidewalks, not only along arterial and collector streets, but also aong

local roadways;

Require sidewalks along all streets in commercial and industrial areas;

Require sidewalks along internal private streets where appropriate; and,
Amend regulations to provide incentives for pedestrian friendly site plans

Activity Center Pedestrian Considerations

A primary recommendation of the Vision 20/20 process included targeting several
locations in the metro area for activity centers. Both zoning and subdivision regulations
would be established to guide development in these areas as mixed-use opportunities for
employment, business, residences, or any combination thereof. The mixed-use design
would need to highlight pedestrian orientation, attractive public space, high-quality site
planning and architecture, and convenient transit service. These developments would use
modern urban design principles to epitomize many of the desirable design principles of a
town or city but accomplish them on asmaller scae.

Recommendations:

Metropolitan jurisdictions should consider specific guidelines for pedestrian
amenities, as part of a Planned Development District, a Plot Assignment District,
activity center, or an equivaent zoning classification.

Funding Considerations

Various sources of funding could be used to finance sidewak improvementsin the
Springfield metropolitan area. Both Community Devel opment Block Grants (CDBG)
and ¥4 cent sales tax funds have been utilized within the City of Springfield, particularly
in conjunction with other road improvements or in redevelopment areas. Special
assessments or tax-billings can be used when the property owners petition for sidewalks;
however, the City may also use this procedure to finance improvements that a developer
isunwilling and cannot be legally required to make. Another possible source of
financing sidewalks is through the creation of a benefit district, where property owners
agree to tax themselves to construct and maintain public improvements. There are also
improvement district options, such as the Community Improvement District (CID);
particularly where there are active community organizations to facilitate the programs.

Recommendations:

The City of Springfield, Greene County, and the Missouri Department of
Transportation should work together to investigate funding mechanisms to implement
asidewalk priority plan.
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The City of Springfield should set a high funding priority for improving sidewalk
connections where possible in community development block grant (CDBG) dligible
areas.

The City of Springfield and the Missouri Department of Transportation should
coordinate with City Utilities to provide pedestrian and transit stop improvements
throughout the service area.

The City, County, and State should coordinate their efforts, where possible, to
provide pedestrian ramps and sidewalk improvements to substandard segments,
particularly targeting areas around elder care facilities, hospitals, etc. where the need
for ADA accessibility is substantial.

Work with existing businesses to address the importance of providing pedestrian
connections through their parking areas and to adjacent attractions.

MPO member jurisdiction should work with MoDot to find funds for pedestrian
safety improvements.

Jurisdictions should encourage proprietors of new major businesses to provide
pedestrian connections from the front door, through the parking areas, to connect to
adjacent activity aress.

All MPO jurisdictions should ensure that pedestrian connections are provided to all
public facilities, from their designated parking areas.
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Transportation System and Demand
Management

Introduction

In the past, building new and bigger roads was often seen as the solution to increased
roadway congestion. New roads encouraged more development along these corridors,
which in turn led to increased traffic and congestion. Although road improvements are
still the most important strategy for providing mobility in a metropolitan area, the
community does not have unlimited funds to build new roads or add lanes on existing
roads. Transportation System Management (TSM) and Transportation Demand
Management (TDM) offer additional strategies to maximize the efficiency of the existing
system.

Transportation System Management (TSM) and Transportation Demand Management
(TDM) practices include strategies to improve the operation of the transportation system.
While the terms sound familiar, they are really two different approaches for dealing with
improving the efficiency and effectiveness of the transportation system. TSM looks at
more cost effective ways of maximizing capacity of the existing system. These strategies
may include strategically placed turning lanes, signal coordination programs, eliminating
left turns, or minimizing roadway access points. TSM focuses on the supply side of the
transportation system.

In contrast, Transportation Demand Management (TDM), as the name describes,
addresses the demand side of transportation. TDM strategies focus on way of minimizing
the number of vehicular trips on the roadway network. These strategies may include,
incentives for using transit or carpooling, encouraging flexible work time to decrease
peak hour travel, or promoting mixed land uses that allow people to live within walking
distance of work and other actives.

There are a number of inexpensive management tools that have been devel oped through
the Federal Highway Administration’s Applied Research and Technology Program,
including improved materials and procedures, more cost-effective designs, better system
management and analysis tools, and innovative financing mechanisms.

Definitions

Transportation System Management (TSM) is an approach to improving the
existing transportation system by seeking solutions to immediate transportation problems
that better manage transportation and treat all modes of surface transportation asa
coordinated urban transportation system. (Source: Transportation System Management
Report)

Travel Demand Management (TDM) approach to congestion mitigation focuses on
user demand and behavior modification strategies to reduce drive-alone and peak-period
travel.
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Operating Costs for Traffic Monitoring, Management, and Control includes
|abor costs, administrative costs, costs of utilities and rent, and other costs associated with
the continuous operation of traffic control, such as integrated traffic control systems,
incident management programs, and traffic control centers. (Source: Federal Highway
Administration)

Operational Improvements mean acapital improvement for installation of traffic
surveillance and control equipment, computerized signal systems, motorist information
systems, integrated traffic control systems, incident management programs, and
transportation demand management facilities, strategies, and programs, and such other
capital improvements to public roads. By definition, this does not include resurfacing,
restoring, or rehabilitating improvements, construction of additional lanes, interchanges,
and grade separations, and construction of a new facility on a new location. (Source:
Federal Highway Administration)

Goal and Objectives

Goal: To encourage and promote the safe and efficient management and operation of an
integrated, intermodal surface transportation system to provide for the mobility and
accessibility needs of people and freight.

Objectives:

Consider various Transportation System Management and Transportation Demand
Management techniques for the Springfield metropolitan area to help maximize
efficiency and reduce traffic demand on the transportation system.

Maintain and improve the quality of transportation services on the existing system.

Minimize the cost of improving the quality of service on, and the efficiency of, the
existing transportation system.

Recommended Plan
Major Employers

In 1999, the City of Springfield had 169,900 personsin the civilian labor force. This
represents a 22 percent increase over afive-year period. The largest employment sector
was the service industry (49 percent), followed by the retail sector (33 percent). The
Vision 20/20 planning process estimated that job availability in the current MPO
Transportation Planning Area will increase 66 percent by the year 2020. These forecasts
estimate that 25 percent of the 2020 jobs would be in the retail industry. Retail jobs are
estimated for the MPO area to help anticipate demand on the transportation system. Trip
generation at aretail establishment is significantly greater than for other land uses. The
MPO travel demand model forecasted 2020 traffic volumes based on the 2020
employment estimates. The largest employers in the Springfield metropolitan area are
listed in Table 20-12.

Large employers in the community add significantly to the peak hour transportation
demand on the roadway system. One Transportation Demand Management (TDM)
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technique is to encourage work hour rescheduling (flextime) for some of the largest
employersin the region. This technique decreases peak hour demand by spreading out
commute trips.

Work Hour Rescheduling: Work hour rescheduling attempts to reduce peak period
congestion by distributing travel demand over alonger period of time to allow for more
efficient use of both roadway and transit facilities. The strategy includes staggered work
hours, shortened workweeks, and flextime hours.

Staggered Hours: Staggered hours are an arrangement where subgroups of awork
force operate on fixed schedules, but starting times of the groups are staggered to relieve
congestion. This method is generally applicable to large organizations with major
subgroups that are somewhat independent due to the nature of their work. An
organization may also stagger its hours relative to other nearby employersto relieve
congestion in the area.

Shortened workweek: The shortened work week concept is based on rescheduling the
normal work week for increased hours per day but fewer days per week, such as four ten-
hour days. The strategy provides an additional |eisure day and reduces energy
consumption for cooling and heating (when all employees work the same days). Reduced
traffic congestion is also a benefit because employee work trips fall before the morning
peak and after the evening peak. Also, the total number of work trips made is reduced.

Flextime: Flextime-hours allow individual employeesto set their own arrival and
departure times within prescribed limits. Employees are usually required to be present
during “core” working hours (such as 9:30to 11:30 am. and 1:30 to 3:30 p.m.). A
flextime program may require daily adherence to a chosen schedule or the program may
permit variation as long as a specified number of hours are worked daily or weekly. This
strategy is applicable where workers are | ess dependent upon others for the
accomplishment of work tasks. Flextime is usually implemented as an employee benefit,
but it has been effective in some communities by reducing local congestion by spreading
arrivals and departures over a greater time period.
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Table 20-12 Springfield-Greene County Employment Largest Employers in
the Area, By Sector and in Rank Order

Type of Local Full-Time
Employer Rank Name of Company Employees
1 Springfield Public School 3,054
I nstitutional System R-12
2 Southwest Missouri State 1,886
University
3 State of Missouri 1,709
4 City of Springfield 1,407
5 City Utilities of Springfield 956
1 Aaron's Automotive Products 1,450
Manufacturing —>—\aiiow Brook Foods, Inc. 1,300
3 Kraft USA 1,250
4 General Electric Co. 1,000
5 Springfield Remanufacturing 850
Co.
1 Bass Pro Shops 3,693
Commercial- 2 Associated Wholesale 1,030
Service Grocers
3 O'Reilly Auto Parts 921
4 First Card Services, Inc., a 750
Bank One Co.
5 MCI Worldcom 723
** From: The Springfield Business Journal, 1999 Book of Lists, Volume XIX, No. 37, March 23,

1999, p.32-36.

Shared Trips

Ridesharing: Ridesharing generally refersto carpooling, and represents a valuable
aternative for reducing traffic. It isespecialy useful in reducing commuter traffic,
benefiting both the commuter and the community. Commuter benefits include better
personal health through the creation of aless stressful commuting environment and
monetary savings in maintenance, gasoline, and parking costs. Benefits to the
community include less congestion and air pollution.

The City of Springfield, on behalf of the Metropolitan Planning Organization, operates a
rideshare program for the metropolitan area. Carpool rides are matched for interested
parties who may commute to locations as remote as Branson, Missouri. Currently the
program receives inquiries from 20 interested parties per year, with approximately 25
percent of those being matched. Thereis apotentia for expansion of this TDM program.
There are opportunities to increase community awareness of the program through
additional advertising and there is the possibility of adding a park and ride lot dlong U.S.
65, which could further facilitate carpooling between Springfield and Branson.

Vanpooling: Large businessesin many communities have implemented ridesharing
programs for their employees. Many of these companies have sponsored a vanpool,
either purchasing or leasing the van(s), where the employees are responsible for
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coordinating pickup and driving responsibilities. Employers often offer employees
incentive, such as preferred parking, to promote the vanpool.

Transit Service Improvements

Transit service improvement is an important Transportation System Management
strategy. In the Springfield area, a number of improvements to the transit system were
recommended in City Utilities 1995 Transit Service Study. City Utilities Transit has
implemented a number of the plan’s recommendations and continues to update these
recommendations.

City Utilities has also explored transit system expansions in areas where there appearsto
be appropriate demand. Additional funding sources to support the expanded services
were utilized, including Jobs Access grant provided by the Federal Transit
Administration.

The Southwest Missouri State University (SMSU) shuttle system serves the campus
community and is a complement to the City Utilities fixed route system. Additional
coordination of the two systems should be explored to maximize transit system
efficiency. Both systems should continue to explore transit system efficiencies, system
expansion possibilities where the demand warrants, and re-allocation of resources on
routes that do not have minimal levels of demand.

Advanced Transportation Management Systems

Roadway system delays are the result of inadequate facility capacity, significant conflicts
from access points, accidents, stalled vehicles, roadway debris, and other things that can
slow traffic. Advanced Transportation Management strategies can significantly reduce
delay.

Some of the types of Advanced Transportation Management strategies that might be
implemented include:

An Advanced Traveler Information System (ATIS) that provides rea-time
information to system operators, emergency response personnel, and commuters
regarding traffic conditions in order to facilitate less congested travel.

An Advanced Traffic Management System (ATMS) to rely on new and evolving
technologies to detect incidents and expedite emergency response. Included in
this system are the Mobility Assistance Patrolsto assist motorists with incidents
and accidents. Transportation Management Centers, including transit, will be
integrated into the ATIS. The Transportation Management Centers will support
traffic management and major incident response and clearance.

An Advanced Public Transportation System (APTYS) includes Transit
Management Centers, which will serve as communication hubs. These systems
are integrated with state and local government centers, providing better region-
wide service and increased user safety.
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Three additional systemsthat are often implemented include: an Advanced Rural
Transportation System, a Commercia Vehicle Operations System, and an
Advanced Vehicle Safety System. As the technologies for these systems
develop, in both the public and private sectors, they can be integrated into a
region’s overall Advanced Transportation Management System.

As previoudy mentioned in the Streets and Highways section, the City of Springfield and
the Missouri Department of Transportation are currently developing an Intelligent
Transportation System (ITS) Deployment Plan. This study will provide information on
the current Transportation Management Center, operated by the City and the State in the
Discovery Center, and recommend possible improvements to this system. All of the
Advanced Transportation Management Systems listed above will be analyzed in the ITS
Deployment Plan. Some of these systems have been partially implemented but will need
refinement in the future. Other strategies could be implemented to improve the overall
efficiency of the system. The completed ITS Deployment Plan is expected by the end of
2000 and will recommend appropriate systems for the Springfield metropolitan area.
These Advanced Transportation Management Systems will be crucia to the future
roadway system because these strategies are more financially feasible than building
additional roadway.

New technologies are enabling the transportation sector to increase efficiency and
productivity. Transportation agencies are getting the job done quicker, better, and more
economically. Thisis possible because of improved materials and procedures, more cost-
effective designs, and better system management and analysis tools, many of which have
been developed through the Federal Highway Administration’s Applied Research and
Technology Program.

New Technologies

New technologies applied to bridges: New technologies are being developed that
improve or prolong the life of system bridges such as: bonded overlays, curved-steel
bridge components and innovative bridge designs using enhanced-performance steels.
The Springfield metropolitan area should consider taking advantage of these technologies
where appropriate.

Improved marking: Severa of the safety-related projects that are being conducted
under the Applied Research and Technology Program are related to the devel opment of
minimum retroreflectivity standards for traffic signs and markings. The Federal Highway
Administration has devel oped mobile pavement marking retroreflectometers that take the
measurements at highway speeds without disrupting the flow of traffic. These devices
provide both increased productivity and safety. Jurisdictions within the metropolitan
area should review the current minimum retroreflectivity standards for traffic signs and
markings. Jurisdictions should also investigate the applicability of new minimum
standards and capitalize on new technologies, as applicable.

Cost Effective Designs. The Federal Highway Administration (FHWA) is researching
the use of deep foundations which provide considerable cost savings and can be
implemented through the revision of overly conservative and expensive bridge design
methods. FHWA has assembled a large, research-quality database of load test results
from field demonstrations and other uses of rational foundation design coupled with
modern construction monitoring techniques. The data will help verify the performance of
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foundations built using the more cost-effective rational design methods. The FHWA will
make this database available on diskette or viamodem. Jurisdictions within the
metropolitan area should investigate the use of deep foundations if the technology proves
safe and is sanctioned by the FHWA.

Improved Bridge Condition Data: Effective bridge management systems combine
management, engineering, and economic input to make decisions about when, where, and
how to spend money and how to ensure bridge safety and durability. Accurate data about
the condition of bridgesis essential to any bridge management system. Better data will
yield better engineering and financial management decisions. Most bridge condition data
are based on visual inspections, which are subjective, difficult to quantify, and often fail
to detect hidden deterioration that may affect structural reliability. The FHWA is
investigating methods to improve bridge condition data. This may include ways to
improve the interpretation and value of the basic data collected, advancement of new
methods of data collection, or enhancing the way datais used. The jurisdictions within
the MPO should investigate any advances in bridge management systems and should
implement the FHWA recommendations that are applicable to the area.

Eliminating Freight Bottlenecks: MPO jurisdictions should improve freight movements
and economic competitiveness by identifying and removing bottlenecks to effective
intermodal transportation. Both the Federal Highway Administration (FHWA) and the
Office of the Secretary of Transportation are currently supporting cooperative research
projects, which hope to improve intermodal connections. M PO jurisdictions should
investigate any intermodal transportation improvements that are recommended by the
FHWA, the Office of the Secretary of Transportation, or any other applicable study
findings. Any advancement in intermodal technologies that are recommended should be
investigated and implementation should be considered if the technology benefits the
metropolitan area and if funding can be obtained.

Improved Congestion Management and Traffic Data Collection Tools: With existing
highway systems strained to capacity, congestion management is an important concern in
metropolitan areas. The FHWA is developing a series of tools that transportation
agencies can use to plan and operate more efficient highway systems. These tools
include: integrating traffic data collection with traffic operations, developing nonintrusive
technology for monitoring urban vehicle operations, developing more effective
Congestion Management Systems (CMS's), improving vehicle occupancy data collection
procedures, providing technical support for Geographic Information Systems, including
Spatial Data Base Design, and devel oping automated roadside inspection technol ogies
using under-vehicle scanning. Area jurisdictions should use the above information, when
applicable, to help plan for the community’ s future transportation system needs.

Better Transportation Planning Forecasting M odels: Transportation planning models
are generally developed and used by states and Metropolitan Planning Organizations for
estimating the system’ s future traffic demand. Many of these transportation planning
models were devel oped many years ago and have not been thoroughly reviewed since
they were developed. The Los Alamos National Laboratory is developing a new
generation of transportation analysis models using simulation and other advanced
computer technologies. The new models will enable transportation planners and policy
analysts to evaluate a broader range of options and to account for the many factors that
affect the operation of transportation systems. This multiyear research effort is being
sponsored jointly by the Department of Transportation and the Environmental Protection
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Agency. The MPO and MoDot should review the recommendations from the national
transportation planning model review study and make any needed improvements to the
area’ s current transportation planning model, if appropriate.

Alternative Transportation System Management Strategies

Alternative Transportation System Management strategies can be useful in achieving
TSM objectives. However, communities may not implement the more advanced TSM
strategies until significant capacity deficiencies occur and roads become severely
congested. More advanced TSM strategies include: commercial vehicle regulation,
parking management, paratransit coordination, implementation of parking fees,
improvements in pedestrian and bicycle facilities, high occupancy vehicles (HOV)
treatments, and work hour rescheduling). At that point, drivers are more likely to change
their transportation behavior and to consider aternative transportation. The metropolitan
area has abundant free parking availability and relatively few roadway system delays.
Thislevel of serviceis partly explains the low percentage (about one percent) of transit
usage in the community.

Jurisdictions within the MPO area should continue to investigate all TSM opportunities
and implement them when feasible. Many of the TSM alternatives are more cost
effective than building new roadway capacity and could be an effective transportation
solution for the community.

Access Controls

A successful access management program will help minimize potential traffic conflicts
and enhance roadway capacity by controlling the frequency and location of driveway
accesses to all street classifications. Controlling the frequency and manner of access
helps to avoid disruptionsin traffic flow. Attempts should be made to consolidate
existing accesses into shared driveways when feasible.

Each type of street isintended to perform a different function, and access should be
regulated accordingly. Local streets are intended primarily to provide access to abutting
property and should do so with minimal restrictions. Arterias are intended primarily to
move traffic and cannot do so efficiently if there are too many access points, which
disrupt through traffic. Collector streets serve a dual function of access and traffic
movement and should have moderate restrictions on access.

The proper design, location, and spacing of access points depend on the type, volume and
speed of existing and anticipated traffic. Adequate sight-distance and travel-lanes are of
particular concern for al access points. The Springfield Urban Area Traffic Flow
Management Plan, as approved by the MPO in November 1996, identifies recommended
guidelines for access to major streets.

Spacing of Interchanges and Intersections: Spacing of points of friction or
stopping has more impact on the volume of traffic that can be moved safely on any
highway or street, than any other design consideration. Freeway interchanges must be
designed so that traffic from ramp intersections with surface streets does not back up on
the freeway. Interchanges should be spaced to allow enough distance for weaving
maneuvers to occur between interchanges without significantly slowing through-traffic.
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Signalized intersections should be spaced to allow the largest practical proportion of
traffic on the street to pass through the intersection without stopping. This can be
accomplished only through uniform spacing at a distance that allows platoons from both
directions travelling at a uniform speed to pass through each signalized intersection at the
same time. Random spacing of traffic signals reduces the usable time at intersections to
as little as 15 percent and results in frequent stops for one direction or both directions. In
addition, there must be sufficient distance between intersections so that traffic does not
back up from one intersection into another. Spacing policies will be different with each
roadway classification.

Unsignalized intersections and driveways should be spaced and designed to minimize the
potentia conflicts for the driver in the through-lane. Driveways should be designed to
facilitate rapid movement of turning vehicles from the roadway so that the decrease in
speed required of the following vehicle is minimized. Driveways should be spaced at a
distance such that the driver has to monitor vehicles entering or exiting only one
driveway at atime within the distance required to react and brake for a potential danger.
Driveways near signalized intersections should be spaced beyond that areathat vehicles
are normally stopping, stored, or starting because of the traffic signal. When driveways
are permitted in the functional area of the intersection, movements should be limited to
permit only those that are safe, such asright turn in and right turn out.

The City of Springfield's current driveway ordinance addresses the number of driveways
permitted and the minimum spacing between driveways. The ordinance does not address
any difference in operation of driveways on different street classifications with regard to
design or spacing. The Missouri Department of Transportation (MoDOT) acquires full or
limited access control based on roadway classification as part of right-of-way acquisition.
Access control is further managed by using minimum entrance stopping sight distance as
set forthin AASHTO’s A Policy on Geometric Design of Highways and Streets (1994
edition) and the MoDOT Metric Design Manual. The Greene County subdivision
regulations permit staff to limit access from collectors and arterials.

Access Criteria for Major Streets:

- All Streets: All existing tracts of record are guaranteed at least one driveway to a
public street.
Collector Streets: Direct accessis not permitted to residential |ots accommodating
less than 5 dwelling units.
Secondary Arterial Streets: One driveway is alowed for each 200 feet of frontage.
Primary Arterial Streets: One driveway is allowed for each 250 feet of frontage.
Expressways: No direct access is allowed from any property unlessit provides the
expressway provides the only access available.

Driveway Spacing: The recommended spacing from center to center of adriveway is:

Spacing from Center to Center of a Driveway

Secondary Primary

Collector Arterial Arterial
Street Speed (mph) 30 35 40
Spacing Distance (feet) 160 210 270
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Driveway spacing should not be greater than the typical frontage of alot. Issues that
should be considered to address difficult vehicle movementsinclude: the use of joint
driveways, the use of cross access easements, and the degree of access permitted by law
to each property.

Site Access Policy: Springfield's current driveway ordinance addresses the number of
driveways permitted on a site. The ordinances and policies of each jurisdiction should be
reviewed with respect to the recommended spacing criteria.

Spacing between driveways for effective traffic flow is an issue on development sites as
well as on streets. It isimportant that any intersection of driveways internal to a
development site be far enough back from the public street that traffic backed up from the
internal driveway intersection will not affect the operation of the driveway and public
street intersection. There are currently no ordinances that address management of access
to driveways internal to development sites. The distance from the street right-of-way to
the nearest internal driveway intersection needs to be addressed by an ordinance
provision related to site plan requirements.

The City of Springfield's current zoning ordinance requires a traffic impact study for
some submittals. The Traffic Management Plan should address the thresholds for when a
traffic impact study should be required for a City of Springfield or Greene County
development, and the requirements for the required traffic impact study. Thetraffic
impact study requirements need to be included in appropriate ordinances, policies, design
standards, or any other appropriate guidelines of each jurisdiction reviewing the impact
of land development on streets and highways.

Traffic Flow Management Corridor Plans: The most effective way to manage
access on amajor street isto define the access parameters for the street early in the
development of the corridor. Traffic Flow Management Corridor Plans should be
prepared for each major street in the study area, beginning with expressways and working
to collector level streets.

Parking: Normally not permitted on new major streets. On major streets where parking
is permitted, an On-Street Parking Management Plan shall be prepared that addresses a
balanced vehicular flow, an efficient pedestrian flow, and parking needs.

Traffic Calming

The problem of excessive volume and speed of motor vehicle traffic is one of the biggest
negative factors affecting the quality of life in the Springfield-Greene County
community, particularly in the older and more densely developed parts of the community.
One method of dealing with excessive speed and volume on roadways is traffic calming.
There are a number of different traffic calming techniques that have proved beneficial in
other communities. Examples are found in the plan’s Appendix.

Traffic caming is the redesign and reconstruction of roadways to encourage “ calmer”
(i.e., slower) traffic speeds. Itisarelatively new approach in the United States but is
becoming an increasingly popular approach to solving these problems. It is effective,
relatively inexpensive and generally popular with neighborhood residents. Devices
employed in traffic calming include sidewalk extensions, pedestrian islands, raised
crosswalks, speed humps, traffic circles, and other physical and visual modifications.
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The City of Springfield, Greene County, and MoDot recognize the importance of creating
a safe pedestrian environment near schools. For that reason, planning and engineering
officials should work with the Springfield R-12 school system and other neighboring
school systems to ensure that safe driving speeds are encouraged, pedestrian safety
mechanisms are implemented where favorable, and traffic calming solutions are
considered to address safety problems.

Intelligent Transportation Systems

In an effort to alleviate traffic problems and to create a transportation system that keeps
pace with traffic growth in the Springfield-Greene County area, the City and the State
have designed and implemented several components of an Intelligent Transportation
System (ITS) created specifically to compliment the area’ s unique inter-jurisdictional
roadway and signal system. Theinter-jurisdictional system includes over 240 traffic
signals and more than 25 closed-circuit television traffic monitoring cameras maintained
by the City of Springfield and the Missouri Department of Transportation.

In 1989, the City of Springfield and the Missouri Department of Transportation entered
into a contract to implement a multi-user, multi-jurisdictional centralized closed loop
signal system. This cooperative agreement allowed each agency to implement mutua
signal coordination at locations where jurisdictions overlap. Traffic signal timing plans
are developed and implemented at the Transportation Management Center by the City of
Springfield and MoDot signal system coordinators. Because signals maintained by each
agency are inter-connected through the central computer, City and State system
coordinators are able to coordinate signal timing between all signals, as appropriate.

The existing ITS includes four categories, which have been ongoing since 1989: City and
State traffic signal system, transportation management center, traffic video monitoring,
and traffic information network. All of these programs should continue and the programs
should be enhanced, whenever feasible in accordance with the recommendations of the
ITS Study for the Springfield region - Final Concept Plan developed by the City of
Springfield and MoDOT in July 2000.

The City and MoDOT worked together with regional stakeholders as a part of the 2000
ITS Study to develop avision and goals for ITSin theregion. The resulting vision for
ITSin the Springfield region is:

“Using Inteligent Transportation Systems (ITS) with other available
technologies and engineering advancements, the City of Springfield, MoDOT,
and other partnerswill strive to plan, implement and oper ate the safest, most
efficient and most effective multi-user, multi-modal transportation system
possible.”

In support of achieving the vision, the Steering Committee and other stakeholders
agreed to the following goalsfor ITSin theregion. These goas are divided into a
series of categories:
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Transportation Management:

Deploy traffic management systems which:

improve congestion management;

improve traffic movement and enhance the movement of people and goods;
incorporate multiple transportation modes;

improve traffic signal control; and

develop afreeway management system.

Deploy incident management systems which:
improve safety;
reduce incident response time; and
reduce delays during incidents.

Deploy emergency vehicle management systems which:
reduce incident response time.

Deploy road and weather information systems which:
improve knowledge of weather-related road conditions
reduce incidents;
increase public awareness of wesather-related road conditions; and
maximize snow removal efficiency.

Information Management:

Create seamless solutions;
Create easy access to information on transportation conditions; and
Educate the public.

Institutional Cohesiveness:

Encourage improved partnerships among state government, local governments, the
public and private sectors;

Create interdependent rel ationships; and

Encourage enhanced cooperation.

Life-Cycling Funding:

Minimize operational and maintenance costs;
Consider cooperative funding;

Consider joint use of facilities; and

I dentify revenue opportunities.

Regional Impacts:
Increase safety;

Minimize environmental impacts; and
Streamline communications.
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Recommendations:

Increase community awareness of the rideshare program through additional
advertising, promotion, and other means.

Identifying appropriate locations for park and ride facilities along U.S. 65, which
could further facilitate carpooling between Springfield and Branson.

Work with large area employersto look at various programs for implementing
Transportation Demand Management (TDM) mechanisms, especialy in areas where
the transportation system meets or exceeds its capacity.

Encourage coordination between the City Utilities fixed-route transit system and the
Southwest Missouri State University shuttle system to maximize transit system
efficiency in the metropolitan area.

Explore Advanced Transportation Management Systems options in the metropolitan
area and investigate potential funding sources to implement these strategies.

Jurisdictions should utilize driveway ordinances in order to control access to major
streets.

Subdivision ordinances should incorporate access standards for major streets, in order
to control access to future streets.

Jurisdictions should work together to draft and implement an area-wide Traffic Flow
Management Plan. Policiesin this document should ensure that access points are
adequate in number and designed to prevent both on-site and off-site traffic
congestion.

Jurisdictions should work together to develop Traffic Flow Management Corridor
Plans for major streets in the MPO Transportation Planning Area.

Continue to modernize existing signal systems.

Expand the regional Intelligent Transportation System in accordance with
recommendations of the Springfield Region ITS Concept Plan.

Consider using traffic calming methods in appropriate locations. Developers should
be encouraged to implement traffic calming methods, where appropriate.

The City of Springfield and Greene County should work together to develop an
official policy for gated communities.
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Sources:

City of Springfield Traffic Engineering and Missouri Department of Transportation, ITS
Study for the Springfield Region — Final Concept Plan, July 2000.

City of Springfield Planning and Devel opment Department, Springfield’s Economy
Today, Quarterly Report, July 1999.

Federal Highway Administration, Major Research and Technology Program Categories,
www.tfhrc.gov/miscellaneous/r& tcats.htm.

Federal Highway Administration, Making Transportation Systems More Efficient and
Productive, in the 1995 Annua Report,
restructure.fhwa.dot.gov/6005/annual/ar_systems.htm.

Federal Highway Administration, Traffic Systems Management and Operations, Fact
Sheet, www.fhwa.dot.gov/tea21/f actsheets/traf sop.htm.

Metropolitan Development Commission of Marion County, Indiana, Transportation
System Management Process — A Short Range Plan for the Indianapolis Region,
www.bts.gov/smart/DOCS/tsmpr.html.

North Central Texas Council of Governments, Mobhility 2020, The Metropolitan
Transportation Plan, Executive Summary, Transportation System Management,
www.nctcog.dst.tx.us/trans/cms/tsm/index.html.

San Mateo County Transportation Authority, Transportation Systems Management,
www.caltrain.com/smcta/Tatsm.html.

Springfield Business Journal, 1999 Book of Lists, Volume X1X, No. 37, March 23, 1999,
p.32-36.
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Airports

Introduction

The Springfield-Branson Regional Airport isthe main air facility in Southwest Missouri
and is an important link to future national and international markets. It islocated in the
northwest portion of the City of Springfield, in the central part of Greene County. The
Springfield-Branson Regional Airport is owned by the City of Springfield and operated
by an administrative board of the City, the Springfield Regional Airport Board. The
Airport Board has the power and duty to operate the airport and related facilities
including the day-to-day care, supervision and custody of airport activities and properties.
In carrying out these duties, the Airport Board is empowered to: acquire property and
materials; adopt (subject to approval by the City Council) bylaws, rules and regulations
for the control and management of airport facilities; and hire employees as necessary to
oversee and operate airport facilities.

Springfield/Greene County also has a private aircraft airport, the Downtown Airport,
which islocated off East Division Street. This facility, aong with the general aviation
facility at the Springfield-Branson Regional Airport, serves the charter and private
aircraft needs for the community.

Anincreasing aviation era, driven by new technologies and characterized by “just in time
sourcing”, suggests that the airport will have an increased role in the regional and
national movement of goods. Asairport overcrowding and congestion increases at many
of the country’s major airports, opportunities for economic development at sites such as
the Regional Airport should increase.

The Springfield-Branson Regional Airport currently provides important passenger service
tothe area. In 1999, commercial passenger usage increased one percent from 1998, for a
total of 705,882 enplanements and deplanements. Airport officials project a three percent
increase in enplanements and deplanementsin 2000. Airfreight increased at a much
greater rate (66 percent) over the same three-year period. The regional airport was
recognized as amaor community asset by Vision 20/20. The airport should be
supported, enhanced and protected from incompatible future devel opment.

Goal and Objectives

Goal: Provide airport facilities to meet the needs of air carriers, general aviation, and air
freight in a safe and adequate manner.

Objectives:
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